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BROAD TRANSPORTATION THOUGHT 


There are two new plans for the dissemination of 
unbiased transportation thought and the promotion of 
transportation policies that will be in the interest of the 
public rather than in the interest of either the buyer or 
the seller of transportation to the corresponding disad- 
vantage of the other. One of these—the proposed Trans- 
portation Institute—is still in the formative stage. It is 
being promoted chiefly, at present, by Bird M. Robinson, 
president of the American Short Line Railway Associa- 
tion. He has been assisted by Donald D. Conn, formerly 
a well known industrial traffic manager, now manager of 
the public relations section of the car service division of 
the American Railway Association, and Congressman 
Anderson, of Minnesota, who was chairman of the recent 
congressional agricultural inquiry, in which he was as- 
sisted by Mr. Conn. The idea is to found and maintain, 
by means of contributions from persons interested in 
sound transportation policies and regulation, a national 
institute which shall undertake, without bias, to present 
to the public the facts about given situations of 
general and national concern, with possible recommen- 
dations. Edgar Clark, former chairman of the Inter- 
state Commerce Commission, has consented to head the 
board of governors of this institute, if the place is offered 
to him, and it is the intention of the present promoters 
of the plan to offer it to him if the organization is ef- 
fected. We have already expressed our approval of the 
theory in which this institute is conceived and we hope 
it will materialize and be a success. 

The other plan is that of The Associated Traffic Clubs 
of America which has already resulted in a national 
ganization of thirty of the traffic clubs of the country, 
with the prospect that others will join. The first meet- 
ing of this association since it was organized last May 
will be held in St, Louis the fifth and sixth of December. 
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It is an accomplished fact. Its work will be similar to 
that of the proposed Transportation Institute in that its 
action will represent the result of unbiased consideration, 
from all angles, of national transportation problems by 
men with both railroad and industrial interests who are 
acquainted, at first hand, with the problems considered. 
It will not have the machinery for the exhaustive in- 
vestigations that the Transportation Institute may be 
expected to conduct, but its deliberations will be along 
the same lines and with the same motives. The work of 
the Transportation Institute would be, perhaps, more 
fundamental and possibly less aggressive. The traffic 
clubs could and would, doubtless, make use of the infor- 
mation furnished by the Transportation Institute and the 
two would work in harmony. There is no danger of 
conflict or duplication of effort. There cannot be too 
many such agencies at work. There have been too few 
in the past. In fact, there has been none, 


In all this, we do not forget the National Industrial 
Traffic League and the broad, constructive work it has 
done on many occasions. But the Traffic League is 
solely an organization of shippers, organized for the 
benefits of its members as such. It has, it is true, gen- 
erally been wise enough to rise above petty selfishness 
and to see that the public interest means the interest of 
the shipper, even when the public interest seems to de- 
mand an increase in freight rates or some other meas- 
ure advocated by the carriers. Nevertheless, what the 
Traffic League does is always the action of shippers and 
so, naturally, does not inspire either the confidence of 
the public or the co-operation of the railroads as would 
the action of a body that spoke for neither the carriers 
nor the shippers, but for the public interest solely, 
without any other possible motive. 

The purpose of the Traffic League, as set forth in its 
constitution is as broad as the action that has usually 
been taken under it. We quote: 


“The object of this League is to interchange ideas 
concerning traffic matters; to co-operate with the Inter- 
state Commerce Commission, state railroad commissions, 
and transportation companies in promoting and securing 
a better understanding by the public and the state and 
national governments of the needs of the traffic world; 
to secure proper legislation where deemed necessary, and 
the modification of present laws, regulations and rulings 
where considered harmful to the free interchange of com- 
merce; with a view to advance fair dealing, and to pro- 
mote, conserve and protect the commercial and trans- 
portation interests.” 
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v a N GULF, MOBILE & NORTHERN 


Gulf, Mobile and 
Northern Railroad 
Maintains Daily Through Fast Freight Schedules 


via connections at Bells, Jackson, Middle- 
ton, Tennessee, New Albany, Newton, 
Laurel, Miss., and Mobile, Alabama, afford- 
ing quick deliveries between Northern cen- 
ters and Southern and Southwestern points. 
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WHEN YOU SHIP 


Look at the map and see how thoroughly the Illinois Traction 
System serves the state of Illinois and the St. Louis territory; and 
keep in mind that this System has 


Joint freight rates. Standard M.C.B. equipment.] 
Track connections with steam roads. Switching arrangements that reach all in- 
Centrally located freight houses. dustries in St. Louis, Peoria, and other points. 


Ship Today ~—Its there To:morrow 


Fast highball freight service. Really an express service at 
freight rates. 








The traffic department watches 

: over your shipments with a per- 
a Se sonal interest. 

¢ Se W. H. WYLIE, Traffic Manager 





Peoria, III. 


LINOIS TRACTION SYSTEM 
(MSKINLEY LINES 
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It is proposed at the next meeting of the League to 
amend this article to read as follows: 

“The object of this League shall be to promote ade- 
quate transportation, and to this end: to interchange 
ideas and information concerning traffic and transporta- 
tion matters; to co-operate with the Interstate Com- 
merce Commission and other regulatory bodies, both 
federal and state, and the transportation companies in 
developing a thorough understanding by the public, the 
carriers, and the national and state governments of the 
transportation requirements of industry; to obtain legis- 
lation that will be helpful to commerce, and to secure 
the modification of laws, rulings and regulations that 
may be found harmful; and to promote cordial relations 
between shippers and carriers.” 


The Transportation Institute, not yet having been 
organized, of course, has no constitution ; but the follow- 
ing is proposed as a statement of its purpose in a tenta- 
tive draft of a constitution made by one of the men 
actively interested in bringing about the institute: 

“The object is to create and conduct a national edu- 
cational institution for the following purposes: 

“To aid the people of the United States in obtaining 
and maintaining the most efficient transportation facili- 
ties and service in the world. 




















































































































“To promote an understanding and realization that 
the interests of the country, its people, and its transpor- 
- tation agencies are inseparably linked. 

















“To aid in gathering and disseminating facts and 
correct information with respect to the transportation 
facilities and service, and just compensation for such 
services, 


“To aid in education with reference to transportation 
problems, so that public sentiment will forbid forcing 
upon the government the enormous cost of acquiring 
existing facilities and providing necessary additional 
ones, and the great burden of furnishing transportation. 

“To aid in education with respect to the problem of 
distribution, in so far as it affects, or is affected by, 
transportation.” 

The constitution of the Associated Traffic Clubs of 
America thus sets forth the objects of that association: 

“Believing that the settlement of most transpor- 
tation problems of national and general concern depends 
largely on understanding of them and on a realization 
that the interests of carrier, shipper, and public are, for 
the most part, identical, this organization will attempt, 
by urging consideration of current transportation ques- 
tions by its members and by transmitting the views 
reached as a result of such consideration to those whose 
function it is to make and to enforce the laws, as well 
a by suitable procedure for the purpose of informing 
the public and those to whom its views are transmitted 
of the size and scope of the organization, the peculiar 
fitness of its members to deal with the kind of problems 
considered, and the weight that should be given to its 
Conclusions because of the fact that it is composed of 
fepresentatives of both carriers and shippers, to encour- 
| “ge such national transportation policies as will, in its 
pinion, be most likely to result in reasonable rates and 
adequate service for users of transportation and reason- 
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able profits, under fair regulation, for the transportation 
companies,” 

We have thus set forth the purposes of these vari- 
ous agencies because we believe there is no more im- 
portant development and no more hopeful sign in the 
transportation world than this growing realization that 
transportation must be dealt with in a broad fashion, 
without prejudice or bias, and the increasing tendency 
to organize agencies and use the agencies already in 
existence to bring about this kind of consideration. The 
result cannot fail to be reflected in the laws of the land 
and in the administration of them. What the railroads, 
the shippers, and the public want, is freedom from bias 
and special interest. The transportation problem is a 
complicated and difficult one, but the complications and 
difficulties are not nearly so serious when approached 
from the right point of view—which is the desire for a 
solution that will be in the public interest. 

All this in no way renders unnecessary the organi- 
zations that are formed for the protection of this or that 
special interest. There are always specific matters, not 
general or important enough for the non-partisan bodies 
we have been discussing to: concern themselves with, 
and, even in the larger matters, there must be a presenta- 
tion from each interested faction. The shipper has his 
point of view, as has also the carrier. These ‘should be 
formulated and presented by the partisan organizations. 
Out of frank consideration of these presentations, with 
the desire to get at the truth and arrive at a just solu- 
tion, should come satisfactory settlement. 





DUTIES OF A LOCAL FREIGHT AGENT 


(By D. Warren, Balcarres, Sask., in the Canadian National 
Railways Magazine.) 

The job of local freight agent at a competitive point fairly 
bristles with duties. To some these may be burdensome, but 
others thrive on them. Being charged with the entire office 
organization, it is his first duty to gather around him, as far 
as lies within his power, those whom he deems best adapted 
and qualified for the work in hand, and to a large extent this 
should be left wholly with him. He should possess a person- 
ality that will unite into an up-to-date and efficient whole, the 
respective members of his staff for the rendering of one hun- 
dred per cent transportation service, as is expected of the big- 
gest transportation system in America. : 


At times he represents the accounting department to the 
extent of assessing and collecting and remitting the transporta- 
tion charges to headquarters. At other times he represents 
the claim department in the course of investigations into claims 
for loss or damage, real or fancied, to his patrons’ goods. The 
legal department also looks to him to represent it in anything 
from a small garnishment to defending local suits against the 
road, or the negotiation of a settlement out of court of disputes 
which occasionally arise. He should not be afraid at times 
to assume the role of executive agent, when he has no time or 
opportunity to communicate with that department and where 
the stakes are high enough to warrant it. If he has used good 
judgment he need not worry about harsh disciplinary measures; 
nevertheless, he should know clearly what he is doing and what 
it involves. The operating department claims his attention in 
the expeditious handling of cars of both inbound and outbound 
freight in his yards; and this is no small matter when it is 
realized that in times of acute congestion of traffic on account 
of car shortages each delay involves an average daily loss in 
revenue per car of many times the sum received for demurrage. 
The laissez-faire of the past in this respect would involve a 
loss in revenue running into millions of dollars yearly on the 
basis of present day car efficiency standards on a system as 
large as ours. For this reason the agent must be pretty much 


of a diplomat in securing the necessary co-operation of his 
patrons.’ Another duty, as our friend, Mr. Fairfax Harrison, 
president of the Southern Railway, would call it, is to be a 
church member, and hold an outstanding place in the regard of 
the community generally in which he lives. 

While traffic competition is necessarily more strenuous at 
points where other lines bid for a share of the tonnage handled, 
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it nevertheless is true that ALL traffic is competitive in greater 
or less degree, and exclusive-point agents are under the neces- 
sity of recognizing this fact only in lesser degree than at com- 
mon’ points. 


The foregoing summarizes only briefly some of the per- 
functory duties of an agent. He undoubtedly is under the 
watchful eye of all the various departments named, but mostly 
from the standpoint of behavior. However, the road derives its 
greatest income from agents’ remittances, and should the earn- 
ings at this point show pronounced diminution, the traffic de- 
partment, sooner or later, “hops on his tail’ with a definite 
request for a full explanation. If this is not convincing, he is 
favored with a call from a representative of that department, 
who not only satisfies himself as regards the report, but also 
assists him to recover his former station earnings. Such a visit, 
when good feeling is shown all around, results in much good. 
The headquarters staff obtains therefrom a more humane view 
of the situation and the agent obtains a word of personal en- 
couragement, which, in most cases, will be found to be the thing 
needful. 


But railway efficiency and maximum earnings cannot be 
maintained if the local traffic representative stands still. He 
simply must keep fully abreast of the times if he hopes to keep 
himself and his road in the race at the point he represents. 
He must get the business, and no excuses are wanted. Where 
competition is fierce he often, doubtless, feels like doing any- 
thing to get the business and keep out of jail. Energy and 
enthusiasm are valuable assets. They are indispensable. But 
to get the best results from his activity and interest he should 
give his work definite intensive study from a technical stand- 
point and not rely upon the rule of thumb. It saves wear and 
tear of the system, for one thing, and secures better results 
for another. If he prides himself on being up-to-date, he will 
be able to give the various traffic problems of his patrons such 
intelligent analysis as to suggest a feasible solution thereof. 
These matters are cropping up every day in varying degree 
and press for solution.” It is the duty of the agent to be able 
to take the fullest advantage of his patrons’ temporary traffic 
difficulty, enter into his troubles sympathetically, and show him 
how best to meet the situation. This will result—unless the 
patron is a downright ingrate—and he seldom is—in the agent 
having the full run of the concern, so far as favorable routing 
is concerned, besides the creating of a close bond of personal 
sympathy. 

It might be suggested that this is going far afield in the 
matter of outlining the duties of a local freight agent at a com- 
petitive point. Far from it. This is one of the most important 
duties he confronts daily, and his inability to enter intelligently 
into the traffic affairs of his patrons puts him at a great dis- 
advantage, and by the same token his mental equipment in 
this respect will be found to yield both himself and his road 
rich returns in good-will and revenue. 


One might ask, perhaps, for an instance of what is here 
meant by traffic troubles. Without elaborating the point, let us 
say a jobber in a large western distributing center: has pur- 
chased, say, ten thousand bags of coffee at a certain price 
f. o. b. Rio. He has sold the entire lot to his various customers 
on the understanding that it be delivered by a certain date. 
He has allowed himself a margin of ten days for adverse con- 
tingencies in this respect. He later receives a wire from the 
New York agents of the vessel that, owing to accident at sea, 
the vessel will be delayed, and the coffee market in the mean- 
time has softened. He comes to you for help—real help. You 
may tell him he “sure is out of luck,” and assure him of your 
sympathy. That does not help him; he will get the proper 
sympathy elsewhere. He is up against something big, and 
is putting it up to you for a helpful suggestion. You examine 
his documents and find them all in perfect order, but that 
does not speed up the shipment. You tell him you will wire 
headquarters and do all possible to rush it immediately it is 
landed from the vessel. Your duty then is to follow up closely 
and keep your patron promptly informed according to the data 
received from head office. This action may save him hundreds 
of dollars and enable him to make good on his contract. In 
other words, you render the proper service and your customer 
realizes you took an active interest in his behalf. This kind 
of service cannot help but make friends for both the agent and 
the railway he represents. 


One more duty of a local freight agent of today, and still 
more of tomorrow, is to participate more freely in transporta- 
tion discussions at his local board of trade or chamber of com- 
merce. It is largely through such discussions that preliminary 
difficulties are smoothed out, and, in fact, many troubles are 
thus shown to be entirely fanciful. This saves both the exec- 
utive and traffic departments much time and trouble and cre- 
ates a favorable impression all around. 


It is also at such meetings he has the opportunity of de- 
fending the position of carriers generally on the current public 
questions affecting them. This, however, should not be at- 
tempted unless he is sure he thoroughly understands the car- 
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riers’ viewpoint; and the various factors. entering therein, and 
can keep these factors in their proper relationship throughout. 


SOUTHERN RATE DOCKETS 


Charles Barham, chairman of the newly organized Southern 
Freight Association, has issued the following circular: 





To the extent such changes are within its jurisdiction, it is the 
purpose of this association to fully and frankly confer with the 
interested public concerning all proposed freight rates, rules and 
regulations affecting transportation charges on southern traffic. It 
is hoped the latter may be accomplished by the following plan: 

The Daily Traffic World (published in Chicago, Ill.) will contain 
synopses of subjects listed by the association from day to day. This 
form of publication will give to the shipping public notice prior to 
the date of public hearing, varying from eight to seventeen days, 

The Traffic Bulletin (likewise published in Chicago, IIl., and on 
Saturday of each week) will contain the complete docket of all sub- 
jects listed for public hearing—said hearing to be held the second 
Tuesday following the date of the issue in which it appears, 

While the formal announcements of the association will be con- 
fined to the above publications, the chairman will, so far as_pos- 
sible, upon request from any shipper or shipper’s representative, 
cheerfully and promptly furnish such additional information as may 
be desired. 

In addition to the foregoing, publication in The Traffic Bulletin 
will be arranged for ‘Disposition Notices’? covering subjects dis- 
cussed at the public hearing held on the second Tuesday prior to 
the date of the issue in which it appears. 

Criticisms of the above plan are invited. 


The disposition notices, as well as the dockets, are pub 
lished in both the Daily Traffic World and the weekly Traf- 
fic Bulletin. 


LIQUOR ON SHIPS 


Editor The Traffic World: 

I notice your editorial of October 28, on “Liquor on Ships.” 
It is so vigorous as to be almost vituperative. In your antago- 
nism to prohibition “extremists,” are you not letting yourself 
become a trifle extreme? I quote following extracts from your 
article: 


- (1) The present law is capable of no such ridiculous interpreta- 
ion. 

(2) It would seem that the wildest desire of any prohibition heart 
would be satisfied, etc. 


(3) The law should be promptly amended to make such folly: 


impossible—any other policy would be morals run wild, and justly 
make our country an international laughing stock. 

(4) The issue is whether we shall permit the idea of prohibition 
to run riot to the extent that it interferes with legitimate and even 
necessary American business. 


(5) If the extremist takes the stand and, etc. 

In picking out these quotations, I notice I have picked almost 
your entire editorial, but the “extremeness” of your language 
covering a law enacted by the Uuited States Congress and 
interpreted by a federal court seems to me worthy of the most 
radical prohibitionists, who are evidently your “beto noire,” but, 
who as far as I know, have had nothing to do with interpreting 
the United States law in this case. 

It will perhaps occur to your calmer judgment that the 
federal courts can be relied upon to give a safe and sane decision 
without our filling the air with anathemas against imaginary 
“extremists.” It may also be apparent that even an unextremist 
might properly differ from your thought that the United States 
Constitution is inoperative outside the three mile limit and that 
nothing shall stand that interferes with “necessary Americal 
business.” 

Incid-ntly, I noticed in one of your recent issues what, at 
the time, appeared to me a heated idea—that the result of barring 
liquor on foreign ships might be to make all the New York liners 
dock in Montreal. Is “booze” really of such paramount import 
ance to the human race? Does it not make even you smile t0 
think of it outweighing all.the advantages of the port of New 
York to ocean liners? 

I beg of you, cool your heated imagination, and give us some 
of your safe and sane editorials on other subjects, at least, until 
the United States Supreme Court renders its decision. 

W. H. McGuffey 
Assistant to Vice-President, Southern Railway 
Cincinnati, O., Nov 1, 1922. 


The tone of the above communication rather takes advantage of 
the privilege we extend to our subscribers to express their views l 
our columns on matters of transportation interest. But we let that 
pass. Evidently Mr. McGuffey thinks we are ‘‘wet.’” This magazine, 
of course, has no business to take sides on that issue and does no 
do so. It may be interesting to Mr. McGuffey, however, to learn that 
the writer of the editorial to which he objects is an advocate 0 
national prohibition. He is not an advocate, however, of establishiné 
international prohibition by United States law, and he does not beliév? 
in damaging American business by fanatical law or fanatical interpre 
tation of law. His point is that the present interpretation relating 
to ships is fanatical. and that, if it is not, the law is so and oué 
to be amended.—Editor The Traffic World. 


HAMPTON & BRANCHVILLE BONDS 
The Hampton & Branchville Railroad & Lumber Co. b# 
asked for authority to issue $150,000 of general mortgage 6 @ 
cent 30-year serial coupon gold bonds, the proceeds of which ale 
to be used in improving the property. 
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Current Topics 
in Washington 
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Consolidation of Railroads.—It is suspected that the resump- 
tion of hearings on the consolidation of railroads will give point 
to the query as to how, when the Commission has completed 
the plan, the United States will bring about the merging of the 
railroads the Commission thinks should be unified. The ques- 
tion is as old as the law requiring the planning for unification. 
So is talk about “compulsory” consolidation. The quotation 
marks placed around the word are intended to raise a question 
as to how there can be such consolidation. It is as impossible 
as compulsory arbitration. There can be consolidation, but, 
when it is compelled, if the owners of the property insist, they 
will not remain the owners. The government will be the owner, 
else there can be no compulsory arbitration. No lawyer who 
has discussed the’ matter before any of the committees of Con- 
gress or the Commission has ever pointed out how the owners 
of two or more pieces of property can be compelled to merge 
them or sell them to an outsider, who, as owner, would be able 
to take the steps needed to convert the two or more into one. 
Obviously, it is believed, the answer is that there will be no 
consolidation unless the Commission is able to point out wherein 
there will be profit for the men who plan the financing. Neither 
banks nor banking houses waste time planning things to make 
money primarily for their neighbors. Money is entrusted to 
ihem for the making of more money. A bank or banking house 
has practically none of its money in any of the big promotions. 
The money a bank owns must be a nimble sixpence and the 
conversion of a bank’s money into stocks or bonds for any 
period longer than necessary to sell those stocks or bonds to 
others means loss to the institution. Banks or banking houses 
handle flotations for the commissions there are ir them, not 
for the interest or dividends to be paid on the securities. A 
pertinent inquiry, it is believed, is as to how much the Com- 
nission would be willing to allow as compensation to a syndi- 
cate of banks to undertake the consolidation of the Atlantic 
Coast Line, the Louisville & Nashville, the Nashville, Chatta- 
nooga & St. Louis, and the short lines in the territory of these 
three railroads that should be incorporated into that system. 
Inasmuch as the three principal roads are controlled by the 
same interest, that would be one of the simplest consolidations 
that could be suggested. Yet, there probably would be minority 
interests in the three big companies to be conciliated and cajoled 
and owners of the small roads to be satisfied with the price. 
The consent of all would be needed. How much would their 
consolidation be worth to the country? How much would it save 
the country to have them all under one management? Those 
are questions, it has been suggested, that would have to be 
answered before even a start could be made. Answers to them 
would depend largely on the margin the Commission would be 
Willing to allow over and above the total of capital issues of 
the three companies and their little neighbors, to be offered by 
the consolidating committee, as bonus, to the owners of the 
stocks and bonds of the companies concerned for doing what 
the interest of their country is supposed to require them to do. 
The country and the Commission howled themselves hoarse over 
the amount of pay the late E. H. Harriman took for making 
the consolidations he made—only to have them torn asunder 
by the country that now, judging from the consolidation law, 
thinks would be good moves. But Harriman had to offer finan- 
cial temptation to those who had the money to go along with 
him. He did not have money of his own sufficient to carry out 
his plans. The problems he had to solve have not changed, ex- 
cept that the hostility of the government is supposed to have 
been removed. However, remembering the fight that is going 
% with regard to the Central Pacific, it is not at all certain 
that it could not be easily aroused again, especially if the con- 
solidations proposed did not meet’ the approval of particular 
Sections of the country. Perhaps the answer is that if the gov- 
frament will keep its hands off the earnings of the railroads, 
consolidations would be brought about with comparative ease. 





Distance Does Nothing for McAdoo.—Distance is supposed to 
Pe enchantment to the view. Apparently, however, the rule 
es not work on William Gibbs McAdoo, former Secretary of 
® Treasury and Director-General of Railroads, who stepped out 
When he had achieved a deficit of $262,000,000 in one year of 
operation of the railroads, leaving Walker D. Hines to struggle 
With that and an ever increasing deficit. Folks in Washington 
ave taken note of the speech he made in Council Bluffs, a little 
More than a week ago, in which he blamed the present com- 
Daratively high rates on the Esch-Cummins law and the “arbi- 
hee aggregate valuation” made by the Commission. There has 
= ays been a suspicion that the rates had to be boosted much 
af Px McAdoo added about $2,000,000,000 a year to the pay-roll 

€ railroads. Prior to the time he did that, the railroads, 





THE TRAFFIC WORLD 








953 





in good years, made more than they do now. Since he did it, 
they have never been so prosperous as before he showed the 
country how to operate the railroads as a single transportation 
system. As to the “arbitrary aggregate valuation” made by the 
Commission, that created considerable bewilderment. The coun- 
try has paid about $85,000,000 for the valuation work done thus 
far—about $23,000,000 by the Commission and something more 
than $60,000,000 by the railroads. If the valuation is arbitrary, 
it has been asked, how many more millions would have to be 
spent to take it out of the category of things done without suffi- 
cient foundation. In the back of their heads, most informed men 
in Washington had an idea that Mr. McAdoo was indulging 
either in cheap politics, or that, perhaps, he really did not know 
any better. 





Americans Want to Know.—According to the Chamber of 
Commerce of the United States, American industry is spending 
about $70,000,000 a year on scientific research. Time was when 
the man who operated a big industry sniffed, sometimes con- 
temptuously and sometimes only sceptically, when it was sug- 
gested to him that perhaps a youngster just out of school or 
a scientist with rumpled hair and baggy breeches could give 
him help on some of the questions he asked himself, as, for 
instance, why steel broke down under certain conditions or 
why the pudding was spoiled, apparently without cause, just 
at a time when such things were most annoying, not to say 
costly. Seemingly that period has passed. The Chamber of Com- 
merce is of the opinion that the great war caused it to disappear. 
It is inclined to attribute much to that war. There are others, 
however, who believe the bettering of general educational 
standards among the men in charge of big things resulted in the 
determination of industrial leaders to pay for knowledge before 
running into difficulties, and the utilization of the vast amount 
of information that could be obtained by liberal support of tech- 
nical schools and governmental bureaus in which real scientists 
were working,without red tape and much earnestness, at small 
salaries. How small the salaries the government has been 
paying to real scientists may be inferred from the fact that Dr. 
Stratton, who organized the government’s Bureau of Standards 
and conducted it for twenty years, has just left his salary of 
$6,000 a year to accept the presidency of Massachussetts Institute 
of Technology. The fact that a college could offer inducements 
to a man in the government service to quit it, also suggests that 
the cause of the school teacher is looking up, in a financial 
sense. Boston “Tech,” however, is losing its physics professor, 
the Standard Oil Company of Indiana having taken him into its 
service, so the schools, apparently, are not the only ones recog- 
nizing the fact that real scientists are worth having around, 
even if they have been school teachers. 





Europeans Must Show Harding.—Word as to what the 
President thinks about debt cancellation that is about as straight 
as if Mr. Harding himself himself had said it, is to the effect 
that he approves the suggestion, made by Chairman Gary, of the 
Uuited States Steel Corporation, for an economic conference 
looking to an improvement of the old world’s situation. That, 
however, is as far as he is prepared to go. His face is set 
against any consideration of the debt matter until the economic 
problem of Europe has been worked out. This government’s 
view—and that means Harding’s view—is that debt cancellation 
is not the only possible solution for the world’s troubles. In 
fact, his idea is that the debts owed the Uuited States by the 
Europeans are national obligations that will be met and that 
a solution of the problem how they shall be met will be worked 
out. Debt cancellation, it is the President’s view, has caused 
more able statesmen to use what is vulgarly known as “bunk” 
than ever before uttered on any subject. The mere fact that the 
Europeans refer to the money they talk about as debts, to his 
mind, is a refutation of any thought that the money Americans 
furnished was anything other than money borrowed, with an 
unconditioned promise of its return. His thought is that the 
thing to do, after the solution has been found, is to give the 
Europeans all the time they think they need, to return the money 
and to give that time for no reason other than that which would 
impel decent-hearted men to extend the time of a loan to a 
friend who had fallen into difficulties much greater than he 
imagined when he did the borrowing. But the idea of cancell- 
ing the debts, he thinks, should be abhorrent to Europeans, 
who would not think of asking anything of the kind were per- 
sonal debts under consideration. 





Have Farmers Debate It.—Discussion of the “living wage” 
controversy by farmers and live stock men in the little red 
school house, this winter probably will bring out a suggestion 
that guaranteeing anybody a “living wage” would be class legis- 
lation, subversive of the thought that this country is a place of 
“equal rights for all, special privileges for none.” No one guar- 
antees the farmer a “living wage.” Some folks have thought 
his work was just as important as that performed by any rail- 
road man, from president down to the newest call boy. Men who 
have made their way from day laborers to jobs of supposed 
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great worth, seem inclined to the thought that a living wage is 
what a man can get by “rustling” in competition with all other 
men; that unions which force concessions in wages by threats of 
destructive strikes are in the nature of highway robbery and 
means for obtaining more than those composing them could 
obtain by fair fighting in a fair field. If the maintenance of 
way men were living “in the state of nature,’ there would 
be, no question about what would constitute a living wage. It 
would be what he could win, either by cultivating the ground 
or catching birds or beasts fit to eat. Civilization, it is generally 
admitted, has mitigated the hard rules of competition under 
which the Neanderthal men lived, but there are few who will 
admit that there has been any change in the underlying prin- 
ciples. The closed shop combinations which the unions have 
brought into existence, it is suggested, are tolerated only, be- 
cause, in other days, employers were heartless in their treatment 
of employes. But neither heartless employer nor heartless em- 
ployes combinations, it is believed, will appeal much to the men 
who actually dig their living out of the ground and have not little 
gangs of thugs to enforce their dictation as to what they shall be 
paid for digging a living for maintenance of way men and others 
who think the law should guarantee them “living wages,” the de- 
fining of which, no matter by whom undertaken, means giving 
somebody something at the expense of somebody else. If the 
words did not mean injustice to somebody, a logician might sug- 
gest, there would be no need of definition. Another suggestion as 
to the track laborers is that, if they were economically worth 
more than the railroads are paying them, they would not remain 
on the job thirty seconds after they found it out. Another 
thought is that there are men among the track laborers who 
would be of more value to the community in other jobs. For 
such, it is sugegsted, it would be a blessing if the Labor Board 
had cut the rates and forced them to hunt the better jobs. If 
the railroads had any trouble in getting men to fill their jobs, 
that fact could be taken as conclusive evidence that the rates 
were too low. A. E. H. 


THE FARMER AND FREIGHT RATES 


(Address delivered before the Traffic Club of St. Louis, October 
30, by Charles Dillon, assistant to the chairman, Western Presidents’ 
Committee, Association of Railway Executives.) 


The oft-repeated assertion that “when the farmer prospers 
the country prospers,” doubtless is true, but the worst bit of 
economic buncombe prevalent today is the belief, quite fre- 
quently expressed in cities, that large crops mean good times 
for farmers. No one knows this better than the farmers them- 
selves. But this year, due to the political speeches of radical 
candidates for office, the farmers have fallen into the mistake 
of blaming their troubles mainly to high rates charged by rail- 
roads. Rates have little to do with it. 

In a recent address in Chicago, J. R. Howard, President 
of the American Farm Bureau, estimated the total annual in- 
come of the farmers at $10,976,000,000. Of this amount farmers 
spent about $7,018,340,000 for goods, machinery, general com- 
modities. Interest took approximately one billion dollars. Taxes 
amounted to $663,000,000, and railroad transportation $1,123,000,- 
000. This makes the farmers’ outgo, annually, according to Mr. 
Howard’s budget, about $9,804,340,000. 

The American Farm Bureau figures that the farmers pay 
twenty per cent of the freight rates or about $800,000,000 a year 
in freight rates. If that is the case, then only 8 per cent of the 
farmers’ total expenditures is for freight transportation. The 
remainder of their expenditures goes for general commodities, 
machinery, interest, taxes, all of which have increased as much 
or more than railway charges, and still the nation-wide rumpus 
kicked up by political propagandists is directed chiefly against 
the railroads on the ground that the farmers have been ruined 
by their rates. A reduction in freight rates alone would do them 
very little good. Most of the hullabaloo is over something that 
is costing the farmers, according to the estimates of their own 
organization, only eight per cent of their total outgo. 

It must be clear that the farmers are not being ruined by 
something costing them only 8 per cent of the whole sum they 
spend every year. Why not direct some of the propaganda to- 
ward getting a reduction of 25 per cent in the prices of the 
other things they buy? Instead of teaching them to vent 100 
per cent of their wrath on the railroads, why not direct about 
92 per cent of it toward the other interests that get 92 per cent 
of what they spend? 

With bumper crops prices decline. Some of these crops would 
not yield the farmers a fair return if the railroads carried them 
to market free. According to the latest figures our farmers 
produced about 350 million bushels of potatoes, last year, and 
received from $1.00 to $1.50 a bushel for them. They have 
grown more than 450 million bushels of potatoes this year, and 
the price is down to 35 to 40 cents a bushel, with an exceed- 
ing poor demand even at that price. Canada has a great potato 
surplus, and Norway, also with a big surplus is trying to market 
potatoes in this country. Wheat, corn, oats, barley, rye, cab- 
bages, and other crops confront conditions almost as discour- 
aging—all bumper crops, and all produced at a loss by the aver- 
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age grower. Fruit was grown, so enormously this yéar that 
prices went to pieces, and thousands of tons were thrown away 
or permitted to rot on the ground. Now, while railroad rates 
may be blamed for a part of this loss, what seems to escape 
the minds of the average propagandist is the quite obvioys 
fact that with their present operating costs, their undoubted 
need for new capital for development, the roads cannot afford 
to carry these crops at an “out-of-pocket” rate in order to meet 
dwindling prices in Over-flooded markets. 

Politicians, and others animated by a desire to compel the 
government to take over the railroads are spreading discontent 
among farmers by creating the belief that while they are under. 
going hardships the railroads are reaping huge profits at their 
expense. It has become quite the custom to say that the rail. 
roads will have a net income this year of 900 million dollars, 
This is a mighty big sum of money to mention to a man who 
has no cash, and whose notes are due at the bank while his 
crops decline in value or cannot be moved to market. None 
of these radical speakers ever tells the farmers that the roads 
earned 3 1/3 per cent in 1921 or that even if they should make 
the nine hundred million dollars income referred to they would 
still be $186,750,000 short of making the so-called “fair return” 
of 5% per cent, recognized by the Interstate Commerce Con. 
mission, but not guaranteed. How many business firms would 
be content with any such return? 

What the farmers need right now is not lower rates. They 
need cars, and they want them moved promptly, and more than 
cars they need a business-like system of disposing of the crops 
they produce. If you doubt this you have only to watch the 
prices go down when grain and livestock receipts at the big 
centers go up. 

They need another thing. They need to know that their worst 
enemies are these same candidates who are striving to increase 
the kind of governmental regulations of railroads that has 
brought transportation facilities to their present inadequate con- 
dition—for railroad men do not deny that the demands of in- 
dustry in general are exceeding the available railroad facilities. 
Conditions were exactly reversed in 1873. In those days rail- 
road development far exceeded the needs of the country’s in- 
dustry, and as a result railroad investors lost millions. In the 
present generation billions have been invested in industries of 
every kind, but because of the governmental restrictions over 
income and outgo which destroy all assurances of a fair return 
for their money, investors ignore railroad securities, and the 
roads find themselves unable to obtain the capital needed for 
development either of equipment or lines, and the railroads 
find themselves unable to meet requirements in the very be- 
ginning of a great revival of business. 

Obviously, if this condition is to continue the final result 
must be disaster. Those who have invested their billions in 
the country’s industries will find themselves unable to realize 
a fair return because of their inability either to transport their 
finished product or to obtain raw materials. 

In an address, recently, in New York, Julius H. Barnes, 
President of the United States Chamber of Commerce, formerly 
head of the United States Grain Corporation, a grain exporter 
of 30 years experience, said farmers would lose about $400, 
000,000 this year because of their inability to move wheat 
promptly to the seaboard, and added: 


This is due to an over-rigid policy of regulation of our railroads 
in the last ten years. The earning power of our railroads has been 
destroyed, and their credit undermined so that they cannot main- 
tain their equipment, and keep it up to the expansion of this country. 
Railroads cannot be left without some kind of regulation, but an 
adequate return must be allowed them to enable them to expand 
their facilities. 


STATUS OF FOURTH SECTION ORDERS 


With a view to making it clear that the issuance of a fourth 
section order by it does not close the door to those who object 
to it, the Commission, in Fourth Section Circular No. 6, said: 


In the interest of economy and expedition, it has been the prac- 
tice of the Commission to pass upon certain applications for relief 
from the provisions of the fourth section of the act without hearing, 
upon the ex parte showing made by the petitioner or petitioners and 
upon such other facts as might be developed in the course of inde- 
pendent investigation conducted by the Commission. Both applications 
for temporary relief and for permanent relief where based upon the 
circuitous character of the petitioner’s route have been and are 80 
handled. , 

While no objection to or protest against this method of handl ng 
fourth section applications have come to the attention of the oo 
mission, some misunderstanding appears to have arisen concerns 
the status of orders entered granting relief in such cases. To eg 4 
up such misunderstanding as may exist, the Commission desires 
announce that where applications are passed upon without a hear 7 
the orders entered either granting or denying relief are not to = 
considered as final and conclusive but are subject to modification be 
complaint after notice and hearing; or without hearing if, because nd 
changed conditions or other adequate reasons, such modification = 
seem to the Commission necessary and proper. This is not to be ons 
strued as affecting our authority to modify fourth section oF 
entered after hearing. fo more 

In order to give greater publicity to and afford the publ a 
information with respect to applications received by the Comm ie t0 
for relief under the fourth section, arrangements have been ma Tica 
issue and place upon the press table daily synopses of such app 
tions as received. 
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Decisions of Interstate Commerce Commission 





RATES ON SAND 


The Commission has dismissed No. 12465, Silica Sand Pro- 
ducers’ Traffic Association et al. vs. Chicago, Burlington & 
Quincy, and seven other complainants bracketed with it, holding 


. fakes on sand from Ottawa, Oregon, Millington, Utica and Wedron, 


Il, to destinations in Indiana, Michigan, Ohio and New York 
‘nok unreasonable. In four other cases, also bracketed with it, 
prought by the Continental Motors Company, Reo Motor Com- 
pany, Benton Harbor Malleable Foundry Company and Albion 
Malleable Iron Company, involving the same question, it found 
the rates unreasonable to the extent that they exceeded the 
aggregate of intermediates, and awarded reparation. 

The Commission’s report (opinion No. 7930, 73 I. C. C. 588-600) 
in which the rates were held not unreasonable except in in- 
stances in which, they exceeded the aggregate of the interme- 
diates, is a rate man’s compilation of rates for comparable dis- 
tances, under like conditions and in like circumstances, involving 
no principle of rate construction or interpretation of the inter- 
state commerce law. It contains a review of the pertinent parts 
of other decisions, winding up with the conclusion hereinbefore 
set forth. 

Complaints were caused when the parity of rates from the 
Ottawa district to points east of the Indiana-Illinois line, via 
Chicago and via Joliet, was broken. When the rates were estab- 
lished, about ten years ago, the comobinations via both points 
were the same. Various rate advances prior to June 24, 1918, 
disturbed the parity of the combinations, but General Order No. 
28, effective June 25, put them all out of kilter. Joint rates that 
had been in effect became higher than the combinations and 
about every other kind of thing that could have happened to 
rates took place. Refusal of the Illinois commission to allow 
advances made by the Interstate Commerce Commission threw 
the interstate and intrastate rates out of line. Among other 
things, the Chicago combination became higher than the Joliet 
combination. 

The cases bracketed with the leading one were as follows: 


No. 12632, Silica Sand Producers’ Traffic Association et al. vs. 
Pennsylvania Railroad Company, Director General, as Agent, et al.; 
No. 12640, Rock Products Traffic League vs. New York Central Rail- 
road Company, Director General, as Agent, et al.; No. 12577, Con- 
tinental Motors Corporation vs. Chicago, Burlington & Quincy Rail- 
road Company, Director General, as Agent, et al.; No. 12577 (Sub. 
No. 1), Reo Motor Car Company vs. Same; No. 11729, Rock Products 
Traffic League vs. Chicago, Burlington & Quincy Railroad Company, 
Director General, as Agent, et al.; No. 11799, Same vs. Same; No. 
11810, Same vs. Chicago, Rock Island & Pacific Railway Company, 
Director General, as Agent, et al.; No. 12495, Silica Sand Producers 
Traffic Association et al. vs. Pennsylvania Railroad Company, Di- 
rector General, as agent, et al.; No. 12468, Silica Sand Producers’ 
Traffic Association (Anderson Division) vs. Pennsylvania Railroad 
Company, Director General, as Agent, et al.; No. 11719, Rock Prod- 
ucts Traffic League vs. Chicago, Rock Island & Pacific Railway Com- 
pany, Director General, as Agent, et al.; and No. 11504, Same vs. 


Chicago, Burlington & Quincy Railroad Company, Director General, 
as Agent, et al. 


SLIGO CASE AFFIRMED 


In a report on reargument in No. 11154, Sligo Iron Store 
Co, vs. Western Maryland et al., the Commission affirmed its 
original findings in 62 I. C. C. 643. It said the contention of the 
Director-General in the reargument was based on a misconcep- 
tion of the decision. It sgid it had simply held that the publi- 
cation of the combination rule in the Santa Fe tariff was a hold- 
ing out of the manner of making combination rates on through 
shipments which that carrier must protect, or, in other words, 
that the local rate of the Santa Fe, when used as a factor of 
the combination rate, was modified by the note to the extent 
hecessary to protect a through rate as provided by the note. 

The Commission’s decision (opinion No. 7919, 73 I. C. C. 
51-2), it is believed, made final disposition of the issue created, 
as to what was the legal rate, when one carrier in its tariff 
Published the rule for making rates by combination, and other 
carriers participating in the through transportation, did not. 

Reargument was had upon the petition of the Director-Gen- 
‘ral. Five firms and corporations and two petroleum associa- 
tions intervened. They intervened because, among other things, 
7 the original ruling was not affirmed, the Railroad Administra- 
‘on intended presenting bills for undercharges in instances in 
— the rule laid down in the original decision had been fol- 
etn and because if it should not be affirmed, claims for over- 
‘larges amounting to many thousands, would become worthless. 
as hen the case was originally disposed of not much import- 
he : Seemed to have been attached to it by the Commission. It 
nae’ without much amplification, that the publication of the 
he for making rates by combination, by the Santa Fe, made 
“a of only one increase legally possibly. It said that, 

thstanding the fact that the smithing coal involved in the 


complaint moved from Coketon, W. Va., to Lamar, Colo., and 
three tariffs were used in making up the combination. Only the 
tariff of the Santa Fe, the delivering carrier, carried the rule 
for making rates by combination. The tariffs naming the factors 
to Kansas City did not carry the rule. Nor did the Santa Fe 
concur in the tariffs east of the Missouri River. In disposing 
of the case, the Commission said: 


The director-general contends that our original finding herein is 
in violation of the federal control and interstate commerce acts and 
contrary to certain of the regulations issued by us to govern the 
construction and filing of tariffs in that it is based on the theory that 
the establishment of the note quoted from the tariff of the Santa Fe 
had the effect of reducing the factors of the other participating car- 
riers. This contention is predicated upon a misconception of the 
decision. We held simply that the publication of the so-called com- 
bination rule in the Santa Fe tariff was a holding out of a manner 
of making combination rates on through shipments, which that car- 
rier must protect, or, in other words, that the local rate of the Santa 
Fe when used as a factor of a combination rate, was modified by the 
note published in connection with it to the extent necessary to protect 
a through rate constructed as provided by the note. The carriers 
which performed the transportation from Coketon to’ Kansas City 
were entitled to, and under the decision would receive, their full local 
rates, the decision in no way affecting those factors. We did not 
deem it necessary in our former decision to state the specific liability 
of the carrier which published the note in its tariff, because all car- 
riers were then being operated by the director-general. 

We find no sufficient reason for modifying the findings in our 
original report, and they are accordingly affirmed. 


MORE INDIANA COAL RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 12553, Indiana Board & Filler Co. vs. 
Director-General, Baltimore & Ohio et al., opinion No. 7931, 73 
I. C. C. 601-8, as to rates on bituminous coal from mines in south- 
ern Indiana to Vincennes and Terre Haute, between June 25, 
1918, and September 1, 1920. The report also covers No. 12553 
(Sub-No. 1), Same vs. Director-General, as agent, and Baltimore 
& Ohio Railroad Company; No. 12654, Terre Haute, Indianapolis 
& Eastern Traction Company vs. Director-General, as agent, 
Cleveland, Cincinnati, Chicago & St. Louis Railway Company, 
et al.; and No. 12385, Dyer Packing Company vs. Director-General, 
as agent, Baltimore & Ohio Railroad Company et al. 

Prior to the war, according to the report, Indiana coal was 
seldom used for domestic purposes. Zoning, to prevent cross- 
hauling of coal, made it incumbent upon householders in Indiana 
to use more Indiana coal. The rate structure when the zoning 
orders were put into effect was not adequate to cover the dis- 
tribution required under the zoning orders. The Indiana com- 
mission thereupon established a mileage scale with a maximum 
charge of 50 cents for a 20 mile haul. General Order No. 28 
threw that scheme awry because it was based upon the theory 
that to deal with coal rates was to add a specific amount to a 
rate, instead of by percentage. The result was an increase of 
that 50 cent rate to 70 cents. The rates from mines having a 
lower rate were fixed in relation to that 70 cent rate. That pro- 
duced dissatisfaction. In October, 1918, the Railroad Adminis- 
tration tried to remove the dissatisfaction by publishing specific 
commodity rates from the Indiana mine groups to Indiana des- 
tinations, under which all points in each of the principal coal 
producing regions were given the same rate. The Commission 
condemned the Railroad Administration rates as unreasonable 
to the extent that they exceeded 45 cents for hauls of 10 miles 
and under, 60 cents for hauls of over 10 and not over 30 miles, 
and 70 cents for hauls of over 30 miles. 


CHASSIS PARTS RATINGS 


The Commission has dismissed No. 12879, State Highway 
Department of Texas vs. Director-General, Chicago & North West- 
ern et al., opinion No. 7941, 73 I. C. C. 629-31, holding that rat- 
ings of third and second class were not applicable on a carload 
shipment of accessories and parts of motor-truck chassis, from 
Chicago to Austin, Tex., in February, 1920. The carload con- 
sisted of boxes of automobile tops, of magnetos and carburetors, 
of chassis equipment, including tools and other articles not men- 
tioned. First class was imposed. The articles were parts of 
motor trucks and chassis previously shipped from Chicago to 
Austin. The Commission said that if the articles had been 
shipped with the trucks and chassis, the rating on the Jatter 
would have been applied, at actual weight. The complainant 
contended the rate should not “exceed the most favorable rate 
established on the complete article,” a general observation made 
by the Commission in its report on the Classification Case, 54 
I. C. C. 1, 29. In this case the Commission said that obviously 
the principle should not be extended so as to apply the automo- 
bile rating on straight or mixed carloads of the wide variety 
of parts contained in the shipment in question. It said that on 
account of lack of proof it could not determine the correctness of 
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the weights or the total charges and therefore could not pass 
upon the reasonableness of the total charges, but that the ratings 
on automobile bodies, K. D., nor on chassis, K. D., were not 
applicable. 


PEORIA GRAIN REPARATION DENIED 


In a report on further hearing, in No. 8347, Peoria Board 
of Trade vs. Atchison, Topeka & Santa Fe, Director-General 
et al., opinion No. 7913, 73 I. C. C. 532-5, written by Commissioner 
Aitchison, the Commission denied reparation on shipments of 
grain from Illinois points, via Peoria, billed to points in Eastern 
Trunk Line territory, under rates found unreasonable in the 
former report, 55 I. C. C. 42. Inasmuch as the railroads had re- 
vised their rates in accordance with the former decision, the 
complaint was dismissed. 

Commissioner Aitchison went into the exceedingly compli- 
cated scheme under which rates via Peoria were made and 
pointed out the uncertainty and indefiniteness in the testimony 
intended to show that the members of the complaining board 
had paid and borne the charges. He said the term Eastern 
Trunk Line territory does not embrace New England. He made 
that observation because the complainants had contended that, 
as to shipments that went to New England, the Commission 
could award.reparation because their destination was certain. 
But the complaint mentioned only Eastern Trunk Line terri- 
tory, the report said, although the names of New England car- 
riers were in the list of defendants. He said the finding of 
unreasonableness covered only points in Eastern Trunk Line 
territory and would not support an award of reparation on 
shipments to New England, or to eastern ports for export. 
In conclusion, the report said: 


On further hearing complainants indicated that if we deemed a 
showing of the ultimate destinations of the shipments essential they 
would ask us to require the carriers to produce that information. But 
even assuming that all the records of the shipments still exist, such 
information would be insufficient without further data as to the joint 
rates ultimately applied and the amount of the charges collected. 
Complainants have not shown and apparently are unable to show, 
with a few possible exceptions, whether or not they bore the local 
charges as such on each inbound shipment to Peoria. Without this 
information the proportion of the reparation to which they might be 
entitled could not be determined. In any event, under the circum- 
stances, we do not regard it as reasonable or appropriate that the 
carriers should be called upon at this time to furnish information 
necessary to the establishment of complainants’ claims. 


COMMERCIAL CONSIDERATIONS IM- 
MATERIAL 


An order of dismissal has been made in No. 12462, Peninsular 
Portland Cement Co. vs. Director-General and Cincinnati North- 
ern, opinion No. 7915, 73 I. C. C. 542-4, based on a finding that 
the rate on quarry-run limestone, from Lewisburg, O., to Cement 
City, Mich., is not unreasonable and that no damage had been 
shown as a result of alleged undue prejudice. 

This is a case in which the complainant, and an intervening 
quarry company, Bluffton-Lewisburg Stone Co., alleged they made 
investments totalling more than $500,000 on the belief the car- 
rier would establish a rate which had been agreed upon as the 
one the quarry company and the cement company could pay and 
remain in business. The Commission; in an opinion written 
by Commissioner Campbell, had to find that the commercial 
necessities of the shippers were not warrant for holding a rate 
unreasonable. 

The allegation of undue prejudice was based on the fact 
that other carriers, serving the Universal Portland Cement Co. 
at Buffington, Ind., and other competitors, did not take advan- 
tage of the Commission’s decision in the Fifteen Per Cent Case, 
nor did they maintain the rates permitted in Ex Parte 74. 

Additional investment was made by the complainant in 
changing its factory from one using marl to one using lime- 
stone, the change being made on account of the near exhaustion 
of the marl beds. The quarry company also made additional 
investments on the understanding the Cincinnati Northern would 
establish a rate of 58 cents when it was needed. Before that rate 
could be established the decision in the Fifteen Per Cent Casé 
was made and the Cincinnati Northern took advantage of it and 
of General Order No. 28. It also made the 40 per cent increase 
allowed in Ex Parte 74, so that at the time the case was heard 
the rate was $1.26. In disposing of the case, Mr. Campbell said: 


In pigeon vy A the decision to establish a rate of 58 cents the follow- 
ing rates paid by competitors of complainant, as well as the estimated 
cost of handling the traffic and other data, were considered by the 
defendant: (1) An intrastate rate on limestone of 65 cents, which was 
increased to 90 cents on June 25, 1918, and to $1.26 on August 26, 
1920, but reduced to $1 on November 11, 1921, and to 90 cents on March 
27, 1922, cver the Pere get ge from Petoskey, Mich., to Newaygo, 
Mich., a distance of 189 miles, and (2) a rate on crushed stone and 
screenings of 55 cents, increased to 80 cents on June 25, 1918, and 
$1.12 on August 26, 1920, reduced to $1.08 on December 15, 1920, in- 
creased to $1.12 on February 19, 1921, and reduced to 96.5 cents on 
July 25, 1921, over the Elgin, Joliet & Eastern from Fairmount, IIL, 
to Buffington, Ind., 130 miles. Neither of these rates was increased 
under The Fifteen Per Cent Case, supra. Complainant stresses this 
fact, and its request for reparation to 80 cents on shipments which 
moved prior to August 26, 1920, and $1.12 on and after that date is 
based principally on this showing. In other words, it contends that 
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increasing the proposed rate of 58 cents under the authority granted in 
The Fifteen Per Cent Case, while the rates of its competitors, which 
it considers were controlling factors in arriving at this rate, were not 
increased, but, on the other hand, were subsequently reduced, resulteg 
in an unreasonable rate, and was discriminatory and unduly preju- 
dicial to complainant; and because it was required to meet the price 
of the cement product of the Universal Portland Cement Company, 
one of its principal competitors, whose mill is located at Buffington, it 
was damaged to the extent of the 15 per cent increase. The carriers 
maintaining the above-cited rates are not parties to the rate of $1.26 in 
issue, and the defendant does not concur in those rates. Consequently, 
no basis exists for a finding of undue prejudice subsequent to federal 
control, Furthermore, the record does not support a finding of dam- 
ages as a result of any undue prejudice that may have existed during 
federal control. 

Complainant expended a considerable sum_on its plant in changing 
from marl to limestone, and the intervener likewise has expended a 
large amount in opening the quarry. It is urged that the operation 
of both the plant and the quarry depends on a reasonable rate, and 
that “the usual tests of reasonableness, by rate comparisons, must 
be abandoned, and rates made on these specific commodities more 
nearly on what the traffic will bear, or the value of the service,” 
From exhibits of record it appears that the rates assailed are as low 
as, and in some instances lower than, the rates applicable on similar 
commodities in the same general territory. Complainant stresses the 
fact that subsequent to the general increases of August, 1920, several 
of its competitors’ rates were voluntarily reduced by the carriers, and 
points to this action as indicating that some of the carriers considered 
these increases excessive for this traffic. In support of its contention 
that the rates on this commodity are higher than the traffic will bear, 
complainant’s witness testified that from and to some of the points 
shown in the exhibits the traffic has been diverted from rail and is now 
moving by water; while in other cases it has become necessary to 
scrap the plants. <A rate not in excess of 80 cents is requested for the 
future; that is, complainant’s case is based primarily upon a showing 
that, acting in good faith, extensive changes in its plant were under- 
taken at an expense of apvroximately $500,000 on the presumption that 
the proposed rate of 58 cents would be established, and that it will 
be impossible to continue to operate unless the 15 per cent and _ 40 per 
cent increases under The Fifteen Per Cent Case and Ex Parte No. 174, 
respectively, are removed. We have frequently held that the reason- 
ableness of rates may not be measured by the commercial necessities 
of the shipper. 

Under our decision in Reduced Rates, 1922, 68 I. C. C., 676, the 
rate of $1.26 has been reduced to $1.13. The record does not warrant 
a finding that the rate assailed was or is unreasonable, or that it will 
be unreasonable for the future greater than that found in Reduced 
Rates, 1922, supra. The complaint will be dismissed. 


LUMBER PENALTY CHARGE 


In a report on No. 138, 551, J. D. Hollingshead Company vs, 
New York Central, opinion No. 7945, 73 I. C. C. 640-2, the Com- 
mission made another effort to distinguish between a reconsign- 
ment and a reshipment. In this case it held the forwarding of 
two carloads of cooperage stock from Solvay to Syracuse, N. Y., 
after they had been rejected by the original consignee, consti- 
tuted a reshipment and that the assessment of the $10 per day 
penalty charge was illegal. The cars moved from Pelham, Ala, 
to Solvay in the latter part of December, 1920. January 10 the 
original consignee rejected them and returned the cars, by use 
of its own power, to the tracks of the New York Central. On 
the same day the New York Central, by wire, notified the com- 
plainant. Two days later, on instructions from the complainant, 
consignor in the first instance, it took the cars from Solvay to 
Syracuse, for storage of the cooperage stock, in a warehouse. 
The warehouse to which the cars were sent was not within the 
switching limits of Solvay, so the transaction was one in which 
the cars were sent, after placement for unloading, beyond the 
switching limits of the first billed destination. j 

After quoting the pertinent parts of the reconsignment tariff 
the Commission said that “whatever grounds the reconsignment 
tariff may afford for controversy as to what constitutes a recon 
signment thereunder, it is clear the movement from Solvay to 
Syracuse was under a new contract and at a new rate, and hence 
within the definition of reshipment contained in the demurrage 
tariff.” 

The Commission called attention .to the fact that while the 
penalty charge was not applicable, the reconsignment charge of 
$7 was applicable but had not been collected, so the shipments 
were undercharged to that extent. 


ANTHRACITE REVISION ORDERED 


A small revision of anthracite rates has been ordered by 
the Commission, to be made not later than January 2, on nd 
less than five days’ notice, in a report on No. 12656, Michael $. 
Goss et al. vs. Director-General, Lehigh Valley et al., opiniol 
No. 7949, 73 I. C. C. 649-55, covering also No. 12610, Albert H. 
Traphagen et al. vs. Lehigh Valley. The Commission found rate 
on hard coal from the mines in Pennsylvania to Auburn, Groto!, 
Moravia, Waterloo and Seneca Falls, via the Lehigh Valley @ 
reasonable. It ordered new rates and awarded reparation. 

The leading case in this report was the second effort of 
the complainants to obtain an adjustment of rates in accordanc 
with what they conceived to be the spirit of the Commissiol’ 
decision in the Anthracite Investigation, 35 I. C. C. 220. = 
prescribed in that case were made effective to the points nalle 
in it and to some not named. Auburn was one of the points 
not given reduced rates. Waterloo and Seneca Falls were - 
lower rates. They were not named in the report in the big 
and the Lehigh Valley, in this case, said the rates to them = 
changed through error. It said the rates to Auburn were 1 
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changed because the order in the big case was interpreted as 
directing changes only to the points named. 

In the first effort of Goss and those associated with him to 
obtain a readjustment they stressed their allegation that rates 
to Auburn were unduly prejudicial against Auburn and unduly 
preferential of Seneca Falls. The Commission agreed with 
them. The carriers complied with the finding in that case by 
increasing the rates to Seneca Falls to the level of the Auburn 
rates. In the instant case Goss and his associates contended 
the defendants did not comply with the Commission’s order in 
the big case and insisted the rates to Auburn were unreason- 
able to the extent they exceeded the single-line rates to Geneva 
and Syracuse. In disposing of the case, the Commission said: 


We find that the rates charged by the Lehigh Valley from the 
anthracite region in Pennsylvania to Auburn, Groton and Moravia 
were unreasonable and unduly prejudicial to the extent that they 
exceeded $1.70 and $1.49 per gross ton on prepared and smaller sizes, 
respectively, from January 1, 1917, to March 31, 1918, inclusive; that 
they were unreasonable and unduly prejudicial from April 1, 1918, to 
June 24, 1918, inclusive, to the extent that they exceeded $1.85 and 
$1.64 on prepared and smaller sizes, respectively; that they were 
unreasonable and unduly prejudicial from June 25, 1918, to August 25, 
1920, inclusive, to the extent that they exceeded $2.20 and $2 on 
prepared and smaller sizes, respectively; and that since and includ- 
ing August 26, 1920, the rates have been, are, and for the future will 
be unreasonable and unduly prejudicial to the extent that they have 
exceeded, exceed, or may exceed $3.08 and $2.80 on prepared and 
smaller sizes, respectively, subject, however, to our findings in 
Reduced Rates, 1922, 68 I. C. C., 676. : 

We further find that the rates on anthracite coal from the anthra- 
cite region in Pennsylvania to Waterloo and Seneca Falls via the 
Lehigh Valley since November 5, 1920, have been and for the future 
will be unreasonable to the extent that they exceeded, exceed, or may 
exceed $3.08 and $2.80 per gross ton on prepared and smaller sizes, 
respectively, subject to our findings in the case last cited. 


OVERCHARGE REPARATION 


In a report on No. 12804, Queen City Iron & Metal Company 
vs. Director-General, Seaboard Air Line et al., opinion No. 7936, 
73 I. C. C. 618-20, the Commission dealt with the troublesome 
question when is a used. article entitled to the scrap iron or 
steel rate. In this case it held that a carload of old worn-out log 
car wheels, moving from Andrews, S. C., to Harrisburg, Pa., in 
March, 1919, was entitled to the scrap iron rate, although they 
were not broken up to meet the classification description of what 
constitutes scrap iron or steel. It so held because they were 
moving on a commodity rate carrying a description of the com- 
modity complete in and of itself, namely, “scrap iron and scrap 
steel, all kinds (except old rails suitable for relaying purposes.” 
The title page of the commodity tariff said that the rates in the 
tariff would be governed “except as otherwise provided herein” 
by the Southern Classification. In disposing of the case the Com- 
mission said the shipment was overcharged and that refund 
should be made. Its reasoning on the issue was as follows: 


The wheels were not broken into scraps or pieces when tendered 
at Andrews for shipment, and defendants’ contention is that under 
the above note they were not scrap iron and the commodity rate was 
not applicable. 

The note dealt only with ratings, not rates, and specified a particu- 
lar kind of scrap iron, viz., scraps or pieces of old or secondhand 
ron or steel. The description ‘‘scrap iron and scrap steel, all kinds 
(except old rails suitable for relaying purposes)” is sufficiently broad 
and comprehensive to include scrap iron both in its original form and 
when broken into scraps or pieces. To apply the note in connection 
with that description would be to limit rather than define the applica- 
tion of the commodity tariff. In case of conflict the commodity tariff 
takes precedence over the classification. 

Complainants’ evidence shows that the flanges were chipped and 
the bores worn, that the wheels were bought and sold as scrap iron, 
and that they were remelted at destination. The agent of the director 
seneral, who inspected the car at Portsmouth, testified that about 
two-thirds of the contents of the car that were visible were suitable 
or further use as secondhand car wheels, but admitted that this was 

€ only shipment of revenue-paying car wheels he had ever seen. 
, , this case is unlike Marx & Sons vs. I. C. R. R. Co., 36 I. C. C., 519, 
eet no commodity rate was in effect on the shipments there con- 
cH ered. In that case the question was whether a note in the Southern 
wassification similar to that here considered applied in connection 
take a rating on scrap iron provided by an exception sheet also pub- 
wed in the classification. The item in the exception sheet read 
oo iron (will not apply to old rails).”” We stated that some 
pn Me the exception sheet were absolutely meaningless without 
mast ne to the classification and that the classification exception 
Pe be interpreted if the light of the classification and of the 
Wecifications and definitions contained in the classification. Here 
aa dealing with a commodity tariff which, as to the commodity 

cription therein provided, was complete in itself. 


TIDE WATER OIL CO. SWITCHING 


, A third dismissal has been made of No. 10704, Tide Water 
= Co. vs. Director-General, Central of New Jersey et al., opinion 
me 7912, 73 I. C. C. 528-31, the Commission holding that the re- 
usal of the Jersey Central to absorb the switching charges of the 
ast Jersey Railroad & Terminal Co., the stock of which is owned 
pd the complainant, does not constitute undue prejudice against 
Cg mplaining interest. The other reports were made in 58 I. 
“A . 92 and 62 I. C. C. 226. All the findings therein made were 
alirmed in this report. 
‘ While the former findings were affirmed, the Commission, 
Ps Teport written by Chairman McChord, said the Jersey Cen- 
pi might compensate the East Jersey for the services per- 
th med by it in switching tonnage to the Tide Water plant and 

at that compensation might take the form of absorption of 
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switching charges. The Commission said, however, that inas- 
much as the finding was against the contention of the complain- 
ant no order could be issued requiring the Jersey Central to make 
the absorption. At the hearing it said it would not object to 
an order requiring it to absorb. 

Commissioners Aitchison and Eastman dissented, but made 
no separate report on the case. The willingness of the Jersey 
Central to absorb was expressed after the complainant had with- 
drawn its prayer for reparation. 


COMMODITY STEEL RATES APPLICABLE 


In a report on No. 12267, Lancaster Steel Products Corpo- 
ration vs. Director-General, Baltimore & Ohio et al., opinion 
No. 7924, 73 I. C. C. 567-70, the case in which J. H. Fishback 
and Wilbur LaRoe made comparisons between various kinds 
of bars, namely, crow, sand and circular bars, around which 
men in other days sometimes gathered, the same being made 
to show the absurdity of a contention by the defendants, the 
Commission held the rates collected, in wire rods from Canton, 
Youngstown and points in the Pittsburgh district, to Lancaster, 
Pa., since December 16, 1916, and on steel wire and band steel 
from Lancaster to Harrison, N. J., and other eastern destina- 
tions were inapplicable and unreasonable to the extent they 
exceeded the commodity rates applicable on the kinds of steel 
mentioned. It held the commodity rates which should have been 
applied were not unreasonable or otherwise unlawful. It awarded 
reparation. The issue was as to the proper designation of the 
articles shipped. The defendants claimed that what the com- 
plainant called “wire rods” were “bar steel in coils,’ hence the 
talk about the various kinds of bars. 


UTAH-WAUKESHA SUGAR RATE 


The Commission has dismissed No. 12288, Jiffy Dessert Co. 
vs. Director-General, Chicago & North Western et al., opinion, No. 
7911, 73 I. C. C. 525-7, holding the rates on sugar, from points in 
Utah to Waukesha, Wis., between January and June, 1920, were 
not unreasonable, unjustly discriminatory or unduly prejudicial. 
The complaint was based upon the fact that the rates to Wauke- 
sha were higher than those to Milwaukee, the more distant 
point, the difference in favor of Milwaukee being 10 cents, al- 
though generally on classes and commodities, the Milwaukee and 
Waukesha rates have been the same. The Commission remarked 
the complainant had no competitor at Milwaukee and that neither 
before nor after the shipments in question had it bought sugar in 
Utah, New Orleans being its chief source of supply. 


BRAKE FABRICS RATES 


An order of dismissal has been made in No. 12933, Multibes- 
tos Company vs. Southern Pacific et al., opinion No. 7900, 73 I. C. 
C., 491-2, the Commission holding that a third class rate on one 
carload of brake-lining fabric, brake linings, cabinets, metal signs, 
and advertising matter, from San Francisco to Kansas City, in 
January, 1921, was not unreasonable, or otherwise unlawful. The 
object of the complaint was to obtain a rate of $1.665, which 
applied on carloads of friction fabric westbound. The third class 
rate imposed on the shipment eastbound was $3.665. The rail- 
roads denied the lower commodity rate would have applied on the 
carload if it had moved westward. Without passing on that 
point, the Commission disposed of the case on the sporadic move- 
ment theory. The complainant had discontinued its branch 
house at Kansas City and therefore the Commission said there 
was not likely to be any carload movement east or west, hence 
there was no necessity for considering the prayer for a reason- 
able commodity rate eastbound. 


DAMAGE NOT SHOWN 

The Commission has dismissed No. 12574, Spinnler & Co. 
vs. Director-General, H. H. & S. A. et al., opinion No. 7933, 73 
I. C. C., 611-2, holding the rates on cotton from Victoria and 
Sinton, Tex., to Fall River, Mass., shipped to Galveston in 
September, 1918, and reshipped thence in November, were not 
unreasonable. It held also that, although the charges were 15 
cents greater than on cotton concentrated at Houston and re- 
shipped to Massachusetts, the complainant had not shown itself 
to have been damaged by the undue prejudice, if any, that may 
have existed by reason of that situation, which was corrected 
a month after the cotton in question moved. The case grew 
out of the failure of the Railroad Administration, after it had 
increased each cotton rate 15 cents, to provide for a second 
concentration at Galveston, which provision was made later, to 
put Galveston on a parity with Houston, where second con- 
centration was permitted, with only one 15-cent increase. 


REPARATION DENIED 


The Commission has dismissed No. 12339, Minnesota Steel 
Co. vs. Director-General, and Duluth, Missabe & Northern, opin- 
ion No. 7925, 73 I. C. C. 571-6, holding the charges on coal and 
limestone, from Missabe Junction, within the switching limits 
of Duluth, to Steelton, also within the switching limits of that 
city, between June 25 and November 18, 1918, not unjust or 
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unreasonable. Complainant asked for reparation amounting to 
$85,434, contending that the movement was a switching affair. 
The charges were increased from $7.50 per car to $7.50 per car 
plus 20 cents per ton on coal and $7.50 per car plus 15 cents 
per ton on limestone. In November the Railroad Administra- 
tion reduced the rates to $9.50 per car. 

Both complainant and the Missabe’ Railroad are United 
States Steel Corporation units. The railroad, however, was 
operated by the United States government, so if reparation had 
been awarded it would not have been a case of United States 
Steel Corporation money being transferred from one pocket to 
another. Cost studies were submitted, but the value of com- 
parison of rates, the report said, was impaired by the gen- 
erality with which the surrounding conditions and circumstances 
were shown, if at all, and the lack of information as to the 
conditions under which the rates or charges were established 
and had been maintained. 


EMPTY BEVERAGE CONTAINERS 


In a report on No. 13292, Duluth Brewing & Malting Co. 
vs. Great Northern, opinion No. 7944, 73 I. C. C. 637-9, the 
Commission held the fourth class rates charged on less-than- 
carload shipments of returned cereal beverage cases and casks, 
empty, or partially or entirely filled with empty bottles, from 
points in North Dakota, Iowa, Illinois and Nebraska, to Duluth 
were inapplicable to the cases and unreasonable when applied 
on the casks. It held that one-half fourth class was applicable 
on the cases, with or without empty bottles; and that the 
reasonable rate on the casks, with or without empty bottles, 
would have been one-half fourth class, on the shipments that 
moved between March 1 and October 18, 1920, and awarded 
reparation to that basis. 


INDIANA FEDERAL CONTROL RATES 


The Commission, in a report on No. 12050, Chicago Sewer 
Pipe Co. vs. Director-General, Chicago & Eastern Illinois et al., 
opinion No. 7905, 73 I. C. C. 511-13, held rates on soft coal, from 
mines in the Brazil district of Indiana to Brazil, during federal 
control unreasonable to the extent they exceeded 60 cents from 
the Howell mine near Centerpoint and 45 cents from other 
mines in that district. It found the rate from a mine in the 
Clinton district on the C. & E. I. to Brazil not unreasonable. 
Reparation was awarded on the basis indicated. The attack 
was upon the rates in use between June 25, 1918, and August 
31, 1920. 


SAND RATES UNREASONABLE 


Applicable sixth class rates of 18 and 25 cents on molding 
sand, from Scale Siding, Pa., to Jersey City, applied between 
July 19 and October 19, 1920, were condemned as unreasonable, 
and reparation awarded in No. 12987, Barnes Foundry Co. vs. 
Central of New Jersey, opinion No. 7947, 73 I. C. C. 645-6. The 
Commission held them unreasonable to the extent they ex- 
ceeded a commodity rate of 10 cents subsequently established, 
and ordered reparation to that basis. 


FERROMANGANESE COMPLAINT DISMISSED 


The Commission has dismissed No. 12931, Bilrowe-Alloys 
Company vs. Northern Pacific et al., opinion No. 7939, 73 I. C. C. 
625-6, finding the rates on ferromanganese, carloads, from Ta- 
coma, Wash., to Midvale, Utah, between March 8 and October 10, 
1918, were not unreasonable, unjustly discriminatory or unduly 
prejudicial. A fifth class rate was imposed on two carloads. The 
contention was that a lower commodity rate should have been 
made. The Commission pointed out that the freight was worth 
$225 and $265 per ton when the shipments were made. The 
rate was a combination of $1.09 per 100 pounds, on shipments 
weighing more than 44 tons in one car and 54 in the other. No 
shipments, the Commission said, had been made before or after 
from the plant in Tacoma which began manufacturing in 1917 
when the factory price of ferromanganese had already gone 
up from the price that prevailed in 1914, which was from $35 
to $40 per ton. 


HOOP STEEL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 12225, Pittsburgh Steel Co. vs. Director- 
General, Pittsburgh & Lake Erie et al., opinion No. 7921, 73 I. C. 
C. 555-6, as to the fifth class rate of 12 cents per 100 pounds, as- 
sessed on hoop steel from Glassport, Pa., to Manor, Pa., shipped 
between August 1 and October 23, 1918. The complainant con- 
tended a commodity rate of 7 cents should have been applied. 
The Commission found the 12-cent rate unreasonable because it 
exceeded the aggregate of intermediates, 7 cents, which was pub- 
lished as a joint commodity rate after the shipments moved. 


HORSE AND MULE CHARGES 


The Commission has dismissed No. 12861, Le Prestre, Miller 
& Co., Inc., vs. Erie Railroad Company, opinion No. 7937, 73 I. C. 





C. 621-2, holding the charges assessed on carload shipments of 
horses and mules from Goshen, N. Y., to Jersey City, for export, 
were applicable. The shipments were sent by express to Goshen 
and then after several months had elapsed, they were sent to 
Jersey City for export. The complainant contended the terminal 
charges were erroneously applied; also that a lower estimated 
weight on the mules than the one used was applicable. 


UNREASONABLE COAL RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 12001, William E. Dee Clay Manufacturing 
Company et al. vs. Director-General, Pittsburgh, Cincinnati, Chi- 
cago & St. Louis et al., opinion No. 7922, 73 I. C. C. 557-61, as to 
rates on soft coal, from mines in Indiana, Near Coxville, Coal Bluff, 
Brazil, Ehrmandale, and Turner to Newport, Mecca and Cayuga, 
Ind., during federal control. It held the rates in question were 
unreasonable to the extent that they exceeded 45 cents from Cox- 
ville and 60 cents from other mines in the Brazil district, includ- 
ing Coal Bluff, Turner and Ehrmandale, to Mecca; 70 cents from 
mines in the Brazil district, including Turner and Ehrmandale, 
and 60 cents from mines in the Clinton district to Newport; 60 
cents from mines in the Clinton district to Cayuga, and 45 cents 
between Newport and Cayuga. 


ANTHRACITE COMPLAINT DISMISSED 


The Commission has dismissed No. 13245, J. L. Shultz & Co., 
Inc., et al., vs. Director-General, Lehigh Valley et al., opinion No. 
7948, 73 I. C. C. 647-8, holding rates on anthracite coal from the 
fields in Pennsylvania to Rose Hill, Skaneateles and Marcellus, 
N. Y., are not unreasonable or otherwise unlawful. 


GUM LOG RATES 


An order of dismissal has been made in No. 12771, Farmers’ 
Manufacturing Company et al. vs. Director-General, Seaboard Air 
Line et al., opinion No. 7934, 73 I. C. C. 613-14, the Commission 
holding not unreasonable or otherwise unlawful the rate of 4 
cents per 100 pounds, less a switching allowance of $1.50 on 
440 carloads of gum logs, shipped from Severn, N. C., to Ports- 
mouth, Va., between February 5 and December 31, 1919, and of 4 
cents on 47 carloads of the same kind of logs, from Severn to 
Suffolk, Va., between March 24 and October 21, 1919. The claim 
was the rates mentioned were unreasonable to the extent they 
exceeded 3.5 and 3 cents, respectivly. The Commission said the 
rates charged compared favorably with the rates for comparable 
services over the Southern and Atlantic Coast Line and were 
much lower than on other forest products, between the same 
points. 


FROZEN SAND RULE 

The Commission has dismissed No. 12660, Missouri Valley 
Association of Sand and Gravel Producers vs. Arkansas Valley 
Interurban et al., opinion No. 7935, 73 I. C. C. 615-17, holding 
the rule governing imposition of demurrage charges on frozen 
shipments not unreasonable. The rule in the tariff of the car- 
riers provides that when, at time of actual placement, the lading 
is frozen, the free time may be extended to 96 hours, by serving 
a written notice on the carrier as to the condition of the lading, 
but after the expiration of the extended free time the demurrage 
begins to run. The rule was established March 10, 1921. Prior 
to that time the serving of written notice was sufficient to extend 
the free time during the entire period required for unloading the 
frozen lading, provided reasonable efforts to unload were made. 
The complainant asked for the restoration of the former rule. It 
said the carriers provided slow service on shipments of sand 
and that, even when shippers avoided loading during low tem- 
peratures, they could not be certain the sand or gravel would 
be —" for placement during the continuance of the mild 
weather. 


GASOLINE RATES REASONABLE 

The Commission has dismissed No. 42414, Vickers Petro- 
leum Co. vs. Director-General, A. T. & S. F. et al., opinion No. 
7927, 73 I. C. C. 578-80, holding rates on gas oil, gasoline, and 
distillate from group A and B points in Oklahoma to Potwin, 
Kan., since December 31, 1918, were not unreasonable or other- 
wise unlawful. It further held the complainant had not show? 
itself to have been damaged by the undue prejudice that may 
have existed while it was paying the same rates as Newton, 
Kan., prior to its inclusion with the so-called Kansas refinery 
points, which was July 29, 1921. 


ADJUSTMENT OF CHARGES ORDERED 


An order of dismissal has been entered in No. 13022, W. P. 
Devereaux Co. vs. Director-General, opinion No. 7940, 73 I. C. C. 
627-8. The Commission found charges on hay, feed, bran, and 
shorts, from points in Washington to destinations in Montana 
were applicable, except as to one shipment which it found had 
been overcharged and another which had been undercharged. 
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It ordered the adjustment of the charges and the dismissal of 
the complaint. 


ICE RATE UNREASONABLE 

A finding of unreasonableness and an award of reparation 
have been made in No. 12457, W. M. Evans Dairy Co., Inc., vs. 
Director-General, opinion No. 7928, 73 I. C. C. 581-2, as to the 
sixth class rate of 21.5 cents on ice from White Lake to Scriba, 
N. Y., during federal control. The Commission held it unrea- 
sonable to the extent it exceeded a subsequently established 
commodity rate of 6.5 cents, 50,000 pounds minimum, and di- 
rected reparation to that basis. 


COPRA OIL REPARATION 
Reparation has been ordered in No. 11336, Rolling Fork Oil 
Co. vs. Director-General, Illinois Central et al., opinion No. 7920, 
73 I. C. C. 558-4, on account of an unreasonable rate on copra 
oil, from Rolling Fork, Miss., to Chicago, shipments having been 
made in the fall of 1918. The allegation was the rate imposed 
was unreasonable to the extent it exceeded the contemporaneous 
rate on cottonseed oil. Fifth class of 87.5 cents was applied. 
The contemporaneous cottonseed oil rate was 34 cents. The 
Commission ordered reparation down to the basis of 34 cents, 
the order directing the Director-General to pay the complainant 
$3,963, with interest from November 1, 1918. 


ANTHRACITE COMPLAINT DISMISSED 
The Commission has dismissed No. 12634, Hewitt-Wilcox 
Coal Co. et al. vs. Director-General, D. L. & W. et al., opinion 
No. 7946, 73 I. C. C. 643-4, holding the joint rates on anthracite 
coal, from Pennsylvania mines to Auburn, N. Y., not unreason- 
able, the attack having been on those in effect since 1916. 


COAL COMPLAINT DISMISSED 


The Commission has dismissed No, 122438, Endicott-Johnson 
Corporation vs. Erie Railroad Company, opinion No. 7923, 73 
I. C. C. 562-6, holding the rate on soft coal from Morris Run, 
Pa., to Endicott and Johnson City, N. Y., in effect since August 
26, 1920, not unreasonable. The complaint was an attack upon 
the method followed by the carriers in applying the increases 
allowed in Ex Parte 74, to preserve the differential relationship 
that had existed for many years. In applying that scheme the 
rate from the Blossburg district, in which Morris Run lies, was 
increased 92.7 per cent. The complainant contended, but, ac- 
cording to the Commission, offered nothing to prove the conten- 
tion, that the carriers in making rates did not follow the ad- 
monition to make, as nearly as possible, rates that would yield 
them the same revenue in the aggregate as would have been af- 
forded by a straight percentage increase. 


COTTON PIECE GOODS CASE 

A finding of unreasonableness and an award of reparation 
have been made in No. 12888, H. D. Lee Mercantile Company 
vs. Boston & Maine et al., 73 I. C. C. 623-4, as to rates on cotton 
piece goods from New York and Boston rate points to Kansas 
City, via Memphis. The Commission found them unreasonable 
and unlawful to the extent they exceeded the aggregate of the 
intermediates to and from Memphis, and directed reparation 
down to the basis indicated. 


EXPORT STEEL BAR RATES 


The Commission has dismissed No. 13089, International Steel 
Corporation vs. Director-General and Erie, opinion No. 7943, 
73 I. C. C. 635-6, holding the rates on steel bars, carloads, from 
Pittsburgh to New York, for export, between May 27 and 31, 
1919, not unreasonable. The complainant employed an outside 
lighterage company to lighter its shipments. The Commission 
found the additional expense, amounting to $432, was not due 
to any fault of the Erie, which was operating its lighters 24 hours 


a day and could not guarantee lighterage service as quickly as 
desired by complainant. 


CORRECT FOURTH SECTION DEPARTURES 
In a second report on further hearing in No. 10927, Silica 
Sand Producers’ Traffic Association of Illinois vs. Director-Gen- 
eral, Chicago, Burlington & Quincy et al., opinion No. 7918, 73 
I. C. C. 549-50, the Commission said the railroads should correct 
the fourth section departures, else it would issue an order to 
that effect. The rates involved were those from the Ottawa 
district to points east of the Illinois-Indiana line. The Com- 
—— said the further hearing was only as to fourth section 
ares in the present rates and not any as to the past. 
The complainant had asked for the establishment of rates not 


Violation of the aggregate of intermediates, prior to June 25, 
918, and an award of reparation. 


BAR IRON RATES 
R An order of dismissal has been made in No. 12419, National 
ae Mill Co. vs. Director-General, Baltimore & Ohio et al., 
opinion No. 7929, 73 I. C. C. 583-7, the Commission holding the 
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rates on bar iron, from Vincennes, Ind., to destinations in Indi- 
ana, Illinois, Missouri, Wisconsin and Iowa between December 5, 
1917, and August 25, 1920, were not unreasonable. It found 
that on shipments into interior Iowa and Missouri points there 
had _— over and under charges which it said should be cor- 
rected. 

The case grew out of the correction of disparities resulting 
from the fact that Illinois had not permitted the carriers to take 
advantage of the Commission’s decisions in the Five and Fifteen 
Per Cent and other general rate advance cases. In other cases, 
the Commission pointed out, the rates were unduly prejudicial 
but not unreasonable, particularly in Fort Wayne Rolling Mill 
Corp. vs. Director-General, 68 I. C. C. 439. 


SAW LOG RATE UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been made in No. 13062, Clear Cedar Shingle Co. vs. Di- 
rector-General, Oregon-Washington Railroad & Navigation Co., 
opinion No. 7942, 73 I. C. C. 632-4, as to a rate on saw logs, from 
Vader to Helsing Junction, Wash., during federal control. It 
held the applicable rate was unreasonable to the extent it ex- 
ceeded $2 per 1,000 feet, minimum 7,000 feet per car, and ordered 
reparation amounting to $279 and interest. 


SPEEDOMETER RATINGS UNREASONABLE 


In a report on No. 12568, Chevrolet Motor Co. of California 
vs. Director-General, Chicago, Milwaukee & St. Paul et al., opin- 
ion No. 7932, 73 I. C. C. 609-10, the Commission held the ratings 
and rates on speed indicators (speedometers) and speed-indi- 
cator connections, in less than carloads, from Chicago to Oak- 
land, unreasonable, subsequent to June 20, 1917, to the extent 
they exceeded or exceed first class ratings and rates on com- 
plete speedometers or speedometer heads, in boxes, and second 
on the connections, consisting of brackets, gears, shafts, shaft 
tubing and swivels. That finding is in accordance with the 
finding in 64 I. C. C. 541. The Commission said nothing in this 
case warranted any different conclusion. 


STRAWBERRY CASE DISMISSED 

The Commission has dismissed No. 12378, Haley-Neeley Co. 
vs. Director-General, and American Railway Express Co., opin- 
ion No. 7926, 73 I. C. C. 577, holding the rate on strawberries, 
by express, from St. Louis to Aberdeen, S. D., June 9, 1919, not 
unreasonable. A rate of $2.85 was applicable, the Commission 
said. Charges were collected at the rate of $2.46, so the Com- 
mission said, undercharges were outstanding. The complainant 


asked for a rate of $1.91, published subsequent to the movement 
in question. 


FORMER FINDING AFFIRMED 


In a report on further hearing on No. 11824, Farley & 
Loetscher Manufacturing Co. et al. vs. Director-General, Atchi- 
son, Topeka & Santa Fe et al., opinion No. 7957, 73 I. C. C. 
704-7, written by Commissioner Daniels, the Commission affirmed 
the findings in the original report, 62 I. C. C. 721, with respect 
to rates on sash, doors, door and window screens and other 
millwork, from Dubuque, Clinton and Muscatine, Ia., to El Paso 
group points. The original finding was the rates were unrea- 
sonable and unduly prejudicial to Texas common points and the 
El Paso group. On application of the defendants the case was 
reopened as to rates to the El Paso group. 

In the further hearing report the Commission said the rates 
to the El Paso group are and for the future will be unreason- 
able and unduly prejudicial, in so far as the same carriers 
participate in the transportation, and unduly preferential of their 
competitors on the Pacific coast, to the extent they exceed 62 
cents from Dubuque and Clinton, and 59.5 cents from Muscatine, 
which are the rates formerly found reasonable, subjected to the 
1922 reductions. 

Commissioner Hall, dissenting, said the finding of unreason- 
ableness seemed to be based on a comparison with the rates 
from .St. Louis, for hauls of 100 miles greater. His view was 
that they should be about 77.5 and 74.5 cents. As to the undue 
prejudice finding, he said it was unwarranted because the South- 
ern Pacific made the rates from California and moved prac- 
tically all the traffic. He pointed out that if the defendants in 
this case increased their rates from California or withdrew them 
altogether the rates of the Southern Pacific would still be avail- 
able to the competitors in California. The Southern Pacific, he 
pointed out, was not the rate maker from Iowa points, or par- 
ticipated in the traffic. 


STEEL RAILS TO CANADA 


In a report on I. and S. No. 1594, Rails and Cross Ties from 
Maryland, Pennsylvania.and West Virginia to Canada (mimeo- 
graphed without opinion or page numbers), the Commission held 
the proposed increases in rates on new iron and steel rails, and 
iron and steel cross ties, from Bessemer, Johnstown and Steel- 
ton, Pa., and Sparrow’s Point, Md., to points in Canada, had not 
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been justified and ordered the cancellation of the tariffs propos- 
ing them. 

On notice from the Canadian roads that they would demand 
the divisions due them from rates on a sixth class basis, regard- 
less of what the rates might be, the American roads proposed 
cancelling the joint commodity rates now in effect, and the sub- 
stitution therefor, of joint sixth class rates. Upon protest of 
steel rail rollers at the points mentioned the schedules were 
suspended. Increases would have ranged from 10 cents to $2.62 
per short ton. The smallest increase would have been from 
$6.80 to $6.90 per ton, that increase being from Steelton and 
Sparrow’s Point to Ottawa. The heaviest increase would have 
been from Johnstown to Ottawa and Montreal. Johnstown and 
Bessemer protestants were afraid the increases would make it 
impossible for them to compete with Canadian mills and place 
them at an unfair disadvantage in competition with the British 
mills shipping into Canada. 

Canadian roads have been trying, since 1917, to have the 
rates brought up to sixth class, which is the basis of the rates 
from Buffalo, Gary, Joliet and Chicago. A proposal to make 
sixth class the basis from Lorain and Youngstown, O., to 
Canadian destinations was made at the same time the schedules 
that are to be cancelled were filed. Last May they notified the 
American roads as to what divisions they would expect, hence 
the filing of the condemned schedules. 

The American lines, while offering the demand of their 
Canadian connections for larger divisions as the moving fact, 
contended they had felt for some time that their basis on rails 
was too low, hence they approved the move of the Canadian lines 
so far as the propriety of the basis was in issue. They suggested 
that it was not good practice to have rates on rails, a finished 
product, on a basis higher than billets, a raw material for fur- 
ther manufacture. The Commission said that, in the absence 
of a showing as to the relative movement of rails and billets, rate 
and earning statistics were not convincing. 

The particular objection on the part of the protestants, other 
than the general one to the higher basis, was to the proposal to 
disrupt the long-standing parity in rates between Johnstown 
and Bessemer. The Canadian lines conceded that to points in 
eastern Canada the Johnstown rates should be no higher than 
from Bessemer. To points west of Kingstown and Sharbot Lake, 
traffic for which goes through the Buffalo gate, they contended 
the rate from Johnstown should be higher, the distance being 
25 miles greater. The Commission, however, pointed out that 
to eastern Canada, Johnstown has an advantage of 66 miles. It 
would therefore seem, the Commission said, that if the difference 
in distance westbound was to be reflected in rates, then the 
eastbound difference should also be reflected. 


SUGAR MINIMUM WEIGHTS 


Attempt by California sugar refiners to have a 60,000 mini- 
mum for sugar prescribed for the whole country has technically 
failed, through the dismissal of No. 12807, California & Hawaiian 
Sugar Refining Corporation et al. vs. Atchison, Topeka & Santa 
Fe et al., opinion No. 7951, 73 I. C. C. 664-7. The Commission, 
in an opinion written by Commissioner Campbell, said the com- 
plaint, seeking greater uniformity in carload minimum weights 
on sugar throughout the United States, without coincident 
changes in rates, had not been sustained. The report, however, 
said the suggestion for a minimum of 60,000 pounds visible ca- 
pacity limitation, was not without merit, except that it did not 
carry with it proposal to have the rates revised at the same 
time. . 

That expression of opinion, it is believed, makes the failure 
of the complainants a technical one, rather than one in which 
they lost the substance of their fight. 


Objection to increases in the minimum, without any revi- 
sion in rates, was made by refiners in various parts of the 
country, particularly those in Texas and Louisiana, which now 
have the benefit of low minimum weights and comparatively 
high rates. Their minima range from 24,000 to 40,000 pounds. 
The Californians have minima as high as 80,000 and compara- 
tively low rates. The Louisiana people asked to have thé com- 
plaint dismissed. The complainants asserted the lower minima 
were of distinct advantage to their competitors and that they 
had lost business because of them. They further asserted there 
was no reason why the minimum on sugar should not be the 
same throughout the country and that 60,000 pounds would be 
reasonable. 

Colorado and Utah refiners complained that they came into 
competition with the lower minima in Texas and Louisiana in 
their attempts to market in the southwest, their minimum be- 
ing 60,000. The Louisiana and Texas people who intervened in 
the case fought against the proposal. In summing up the mat- 
ter, Mr. Campbell said: 


Interveners insist that the rates and minimum weights are insep-- 


arable and may not be considered independently, particularly here, 
because of the long-standing adjustment and the conditions under 
which the various rates were made. It is their position that the rates 
from Louisiana and Texas points have been maintained on a high basis 
due to the low minimum and that the transcontinental lines, in order 
to overcome the disadvantages of California’s location, have main- 
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tained from that territory a high minimum and a low basis of rates, 
The car-mile and ton-mile revenues under the Louisiana rates and 
minima are higher than on California sugar. Some assert that the 
relative adjustment as between California and other origin territories, 
in effect June 24, 1918, was reasonable and non-discriminatory, while 
the eastern refiners contend that the rate structure as a whole then 
unduly preferred California and that the condition has been accent- 
uated by subsequent changes in the adjustment, permitting the 
shipment of sugar for much greater distances from that state than 
from the east and south and affording the refiners of California and 
several contiguous states almost complete monopoly of the market 
west of the Missouri River. It is claimed that the several groups of 
refiners are so widely separated that each has a substantial territory 
which it naturally supplies and that with respect to eastern territory, 
which they cannot expect to serve, complainants are seeking to bring 
about general increases in the minimum weights with a view of 
profiting by injury to their competitors. 

Interveners also contend that the increased _ minimum established 
during federal control was a war measure and should not be used 
as a present standard, particularly in the southwest, where the 
director general did not apply it. 

With respect to conditions in the Southwest it is testified that 
the small jobbers have insufficient capital and warehouse facilities 
to handle shipments of 60,000 pounds of sugar; that there must be 
a quick turnover of the investment; that, because of the small popu- 
lation tributary to the average jobbing point, the trade does not 
require shipments in that quantity; that a 60,000-pound minimum 
would necessitate the making of sales on consignment, a practice 
they have found to be pernicious and injurious; that sugar is often 
damaged by heavy loading; and that a higher minimum from this 
territory would favor the jobbers in the large centers and increase 
the price to the consumer. The claim is also made that, because 
of the high moisture content, certain grades of sugar manufactured 
in Louisiana can be packed only in barrels and that as to such sugar 


physical loading in excess of approximately 54,000 pounds is not 
possible. 


Whether changes in carload minimum weights may properly be 
required without consideration of the rates necessarily depends upon 
the facts in each case. It here appears that if the changes sought by 
complainants are made the charges per car from Louisiana and 
Texas points to the Southwest would be nearly doubled. Such in- 
creases from Louisiana and Texas points would enable the San 
Francisco interests to reach farther into the Southwest than they 
do now. Whether this change in relationship would be fair and 
just has not been the subject of inquiry. 


The record does not warrant the general finding of undue prejudice 
soughf, neither does it afford a basis for requiring a certain mini- 
mum weight to be established as reasonable without regard to the 
rates. It justifies the suggestion, however, that 60,000 pounds, lim- 
ited by a visible-capacity rule, is not an unreasonably high minimum 
weight for sugar. We therefore suggest that the carriers through- 
out the country at once proceed to revise their schedules, making 
compensatory changes in the rates where that appears proper. The 
Louisiana and Texas intrastate minimums should not remain un- 
affected by a change in the interstate minimums. The Texas commis- 


—_= is not a party to this case. Other necessary parties are not be- 
ore us. 


COMMISSION ORDERS 


The Myles Salt Company, International Salt Company, Inc., 
Remington Salt Company, Watkins Salt Company and Genesee 
Salt Company were permitted to intervene in No. 14250, Diamond 
Crystal Salt Company et al. vs. Aberdeen & Rockfish et al. 

The Inspiration Consolidated Copper Company, Greene 
Cananea Copper Company, Phelps Dodge Corporation and Old 
Dominion Company have been permitted to intervene in No. 
13840, Associated Oil Company et al. vs. Arizona Eastern Rail- 
road Company et al. 

The Commission has reopened Fourth Section Application 
No. 2125, filed by the Northern Pacific Railway Company, for 
further hearing. This application is in regard to various com- 
modity rates between North Pacific coast points. 

The order entered in No. 11224 et al., Chicago Coal Mer- 
chants’ Association vs. Director-General, A. T. & S. F. et al., on 
July 26 has been modified so as to permit the defendant, Louis- 
ville & Nashville Railroad Company, to establish rates in com- 
pliance therewith upon not less than 15 days’ filing and posting 
in the manner prescribed. 

The Commission has amended its order of August 4 in No. 
11253, Pittsburgh Terminal Railroad & Coal Company vs. Di- 
rector-General, P. R. R. et al. to require the defendants to 
cease and desist from charging rates on bituminous coal, it 
carloads, from points on the West Side Belt Railroad to inter- 
state destinations east of Harrisburg, Pa., as shown in P. R. RB. 
AA-I. C. C. 1132, including Atlantic coast piers, either local or 
transshipment by water which exceed the group rates which 
they contemporaneously maintain on like traffic to the same 
destinations from points on the Peters Creek and Ellsworth 
branches of the Monongahela division of the P. R. R. and on the 
Monongahela Railway. The amended order includes rates to 
Atlantic coast piers, either local or for transshipment by water. 
The original order did not include rates to Atlantic coast piers. 
The effective date of the order was also extended from Novem: 
ber 15 to November 30. 


Blackmer & Post Pipe Co., Evans & Howard Fire Brick 0. 
Laclede Christy Clay Products Co., Macomb Sewer Pipe Works 
and White Hall Sewer Pipe & Stoneware Co. have each been per 
mitted to intervene in No. 13878, Chicago Fire Brick Company 
et al. vs. Ahnapee & Western Railway Company et al. 

The Laclede Steel Company has been permitted to intervene 
in No. 13857, Chamber of Commerce of Selma, Ala., vs. A. G. » 
R. R. et al. 

The complainant, in No. 13272, Boston Wool Trade Assn. VS. 
Arizona & New Mexico Railway Co. et al., has filed an amende 
complaint in this case and the Commission has reopened the 
proceedings for further hearing. 


No 


o-* oa - rma 


———— ae ee oe 


judice 
mini- 
o the 

lim- 
imum 
ough- 
aking 

The 
1 un- 
nmis- 
ot be- 


, Inc, 
nesee 
mond 
OL 

rreene 
d Old 
n No. 
. Rail- 


cation 
iy, for 
; com- 


1 Mer- 
al., on 
Louis- 
1 com- 
yosting 


in No. 
vs. Di- 
nts to 
oal, in 
» inter- 
RR 
yeal or 
which 
» game 
sworth 
on the 
ites to 
water. 
t piers. 
Novem: 


ick Co., 

Works 
en pel- 
ym pany 


tervene 
A. G. S. 


ssn. VS. 
mended 
ned the 





November 4, 1922 


COMMISSION LACKS JURISDICTION 


Examiner Howard Hosmer has recommended the dismissal 
of No. 13755, New Mexico Central vs. Atchison, Topeka & Santa 
Fe, on a holding that the Commission is without power to order 
the transportation of the defendant’s company coal by the com- 
plainant; and that the existing through route for commercial 
coal over the Santa Fe’s line is not unreasonably long as com- 
pared with a route via complainant’s line. 

This holding was recommended in respect of a complaint in 
which the New Mexico Central sought to obtain a haul on coal 
that was going via the Santa Fe. The prayer was for an order 
directing the Santa Fe to turn its company coal over to the com- 
plainant for transportation from Kennedy to Willard, N. M., at 
a charge to be prescribed by the Commission, and that a reason- 
able and equitable division be prescribed on commercial coal 
moved via the New Mexico Central’s line from the Raton dis- 
trict in New Mexico, to destinations in eastern New Mexico and 
Texas. 

Such an arrangement as the complainant prayed as to com- 
pany coal was in effect during government control; at a charge 
of 35 cents per ton, including return of the empties, and less per 
diem charges, instead of via the Santa Fe’s line between Ken- 
nedy and Willard, via Albuquerque and Beleno, a similar arrange- 
ment was made with regard to commercial coal at a division 
of 35 cents per ton. No change was made in the arrangement 
until February 1, 1922, as to company coal, and then because the 
New Mexico Central would not haul company coal at 30 cents 
per ton. The commercial coal arrangement was terminated by 
tariff publication effective August 31 last. ; 


AWARDS OF REPARATION ADVISED 


In a proposed report, eighth in number, on No. 4800, Sloss- 
Sheffield Steel & Iron Co. et al. vs. Louisville & Nashville et al., 
Examiner Warren H. Wagner recommended awards of repara- 
tion to certain of the complainants on account of shipments of 
pig iron, from Chattanooga to Ohio river crossings and destina- 
tions in Central Freight Association territory. The preceding 
supplemental report was made in 62 I. C. C. 646. The largest sum 
Wagner said should be ordered returned by the railroads on 
account of the unreasonable rates found in the original reports, 
was $32,353 to the Roane Iron Co. by the Cincinnati, New Or- 
leans & Texas Pacific. That company received by far the bulk 
of the money Wagner said the Commission should order paid. 


NITRATE OF SODA RATES 


Assistant Chief Examiner Ulysses Butler, in a report on No. 
13272, Trojan Powder Co. vs. Philadelphia & Reading et al., said 
the Commission should find unreasonable and unduly prejudicial 
rates on nitrate of soda, from New York, to Seiple, Pa., to the 


extent they exceeded 12.6 cents prior to June 25, 1918, and 18 
cents thereafter. 


CHARGES UNREASONABLE 


Examiner Howard Hosmer, in a report on No. 13641, James G. 
Noll Lumber Company vs. Union Pacific et al., has recommended 
a finding that the charges on two carloads of shingles, from 
Seattle to Tasco and Studley, Kans., in July, 1920, were un- 
reasonable to the extent they exceeded those which would have 


accrued at a rate of 65 cents and said reparation should be made 
to the basis of that rate. 


ZINC ORE AND CONCENTRATES 


Assistant Chief Examiner Ulysses Butler has recommended 
the dismissal of No. 13227, New Jersey Zinc Co. vs. Director- 


General, A. T. & S. F. et al., on a finding that the rates on zinc’ 


and zinc concentrates, from Hanover, Silver City and Magdalena, 
N. M., to Palmerton, Pa., are not unreasonable and that the com- 
Dlainant had not shown itself to have been damaged as the result 


of any undue prejudice or unjust discrimination which may 
have existed. 


OWENSBORO RATES 


An order of dismissal has been recommended by Examiner 
Harris Fleming in No. 11497, Owensboro Chamber of Commerce 
et al. vs. Louisville, Henderson & St. Louis et al., on a finding 
that rates on classes and commodities between Owensboro, Ky., 
and points in Official Classification territory are not unreason- 
able or unduly prejudicial. He recommended the vacation of 
Fourth Section Orders Nos. 4149 and 6727, subject to the limita- 
tions and conditions recommended in the report and relief from 
the provisions of the fourth section to the principal defendant 
% classes and commodities between points on its line, on the 


Tentative Reports of the Commission 
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one hand, and points in central, trunk line and New England on 
the other hand. 


VALUATION ARGUMENTS 


The Trafic World Washington Bureau 


A three-day argument on the fundamental principles to guide 
the Commission in making its valuation reports was begun No- 
vember 1 before the entire Commission. The questions were 
set down for discussion because there was and is radical dis- 
agreement between attorneys for the railroads and the Commis- 
sion’s valuation bureau, as to the duty of the Commission in 
making its reports. The railroads contend the only valuation 
authorized by the statute and the rules of law as expounded 
by the courts is such a valuation as would be made in condemna- 
tion proceedings. They insist the question of the value of the 
property of a railroad is a judicial and not an administrative 
one, and that it is the duty of the Commission, in making its 
reports, to show the process or method whereby it determined 
the value reported. They claimed the Commission, in its tenta- 
tive single sum final value reports, had been disregarding the 
law in that it had not reported, as required by the statute, as 
they contended, the process or method whereby value had been 
determined. 


W. G. Brantley, although speaking nominally, at least, only 
for the Winston-Salem Southbound railroad, was given an hour 


‘and a half at the opening session. Seemingly he went over the 


whole ground of the railroad contentions even if he was not 
speaking for any carrier other than the one mentioned by him. 
In other arguments he frequently held the laboring oar for the 
railroads, as a whole. The Commissioners seemed to regard 
his contentions as generally voicing the views of the railroads. 

The Commission was represented in the arguments by four 
men, C. W. Needham, P. J. Doherty, Hadleigh H. Hartman and 
P. J. Farrell, the latter chief counsel for the Commission, and 
for several years specifically counsel for the valuation bureau. 
To Mr. Needham was assigned the discussion of the determina- 
tion single sum values; to Mr. Doherty, the land report; to Mr. 
Hartman, the original cost appraisal, and to Mr. Farrell, the 
whole subject generally. 


In beginning his argument, Mr. Brantley commented upon 
the fact that in the Commission’s only final single sum valua- 
tion report, that on the Evansville & Indianapolis, there was a 
dissent in which the dissenting commissioners pointed out that 
the work of the Commission was incomplete in a crucial matter, 
namely, the reporting of the process or method by which the 
value of the property was determined. He said he merely read 
the dissent to emphasize the views he was about to express. 

“All else is subordinate to the method or process by which 
the final value is determined,” said the speaker. “Of-what avail 
is it to us, when you have said the value of such and such a 
property is so much, when we said it was so much, if we do 
not know the process by which you arrived at the conclusion 
that the value of the property is much lower than the sum we 
said it was worth?” 


Admitting for the sake of the argument that the valuation 
law when passed might have meant a valuation for rate-makirg 
purposes only, he pointed out that the transportation law sug- 
gested additional uses to which valuation might be put. All 
such additional uses, he suggested, pointed to the conclusion 
that the valuation must be made on the basis of condemnation 
proceedings. He called attention to the fact that the rate-making 
section said the Commission should found rates on the aggre- 
gate value of the property and not on the aggregate rate bases 
as he said his friends in the bureau of valuation contended. 


Determining the value of the property, he said, certainly 
involved the use of a judicial process and not a mere adminis- 
trative process. 


“Has this Commission centered in it the two powers of 
making rates as its judgment dictates and determining values in 
the same way?” asked Mr. Brantley. “If it has, where is the 
constitutional protection?” 


“In the nine years during which we have been considering 
the questions raised by the valuation act, we have learned much. 
We have had to discard some of the things with which we 
started and in some things we have had to reverse ourselves. 
In that time, to my way of thinking, the bureau of valuation 
has progressed, not toward the light but away from it. My 
friends in it have gone back to the Munn case, in which the 
court laid it down that redress for wrongs committed by public 
regulators, would have to be sought at the polls and not in the 
courts. 


“As I understand it, the bureau’s position is that this is an 
administrative question and that we are remitted, for remedy, 
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back to politics, back to efforts, if you please, to bring about the 
appointment of a new Commission and things of that kind.” 

He considered such a suggestion as monstrous, especially if 
it should happen that the country ever had a dishonest or an 
incompetent Commission, or one determined to bring about gov- 
ernment ownership. 

He objected to the star chamber methods of the bureau. He 
said there should be light on the process or methods used and 
that its work should be subjected to tests to ascertain whether 
it was legal or otherwise. 

Edgar E. Clark, former chairman of the Commission, ap- 
peared for the Tonopah & Tidewater, a small road, he said, 
but one interested in having the valuation made on correct 
principles and therefore he desired to use ten minutes for a 
discussion of the fundamental principles rather than the details 
of valuation. Principles he conceived to be more important than 
the details of mistakes made by the bureau in the valuing of the 
property of a particular road. 

Mr. Clark, in his argument as to the rule that should govern 
in making a report on final single sum valuation given to the 
property of a railroad, endorsed, in its broad outlines, the views 
expressed by Mr. Brantley. He did not go into the details, but 
seemed desirous of having the Commission understand that, in 
his estimation, it should afford the carriers an opportunity of 
knowing how it had reached its conclusions. 

Walker D. Hines, former Director-General of Railroads, for 
Western Union Telegraph Company appeared in opposition to 
the inclusion of contributions made by the telegraph company, 
to the property of a railroad company along the right of way of 
which the telegraph company had run its wires, in the value 
of the property owned by the railroad company and used for 
transportation service. Such property, it was suggested, was 
not contributed by those who made sacrifices for the upbuilding 
of the railroad but by those who made sacrifices for the up- 
building of the telegraph company. 

John E. Benton, solicitor for the National Association of 
Railway and Utility Commissioners regarded it as absurd for Mr. 
Brantley to have contended the constitution lays down a rule 
that would- require the Commission to value the property of 
every: carrier at its cost of reproduction, less depreciation, in 
spite of facts known to the Commission that the property was 
not given a service to the public warranting a valuation equal 
to the amount of money it would cost to reproduce the property, 
when the Commission knew it was likely to be scrapped in the 
not far distant future. Mr. Benton was referring to the sup- 
positious case put to Mr. Brantley by Commissioner Aitchison 
and Mr. Brantley’s answer to it. Mr. Aitchison wanted to know 
how a railroad was to be valued, which was a going concern on 
the day the valuation facts were gathered, but which since that 
time had been scrapped. 

Mr. Brantley said the valuation should be the cost of the 
tangible property as of the day the valuation was taken and 
the scrap or junk value when the scrapping took place. At no 
time, he insisted, had the Commission the right to declare a 
value less than the cost of the tangible property prior to the 
abandonment of the property for common carrier service. 

It was that contention, which caused Mr. Benton to say he 
did not believe the constitution required any such absurdity. He 
said that if section 15a were construed as meaning that, then it 
was an infamous statute and deserving of all the denunciatory 
things said of it. He said he did not believe one per cent of the 
men who voted for it ever had an idea that in commanding the 
Commission to fix an aggregate value they were commanding it, 
in all instances, to take as the value upon which rates were to 
be based, the cost of the tangible property and the cost of repro- 
ducing it, regardless of the fact that the property might have 
been unwisely built or something else had taken place to show 
that it was not worth what it had cost. 


Mr. Needham, who discussed the subject of a single sum 
value, pointed out that there were two systems, one which he 
called the state and the other the federal system. In the state 
system, about which the courts talked in most of the valuation 
cases cited by the attorneys for the railroads, the starting point 
was the cost of reproduction new. The federal system, he said, 
had no such single figure as the base. Many things were to be 
considered in arriving at the value. As to the star chamber 
methods of the bureau of valuation, about which Mr. Brantley 
talked, Mr. Needham said the Commission, the Supreme Court 
of the United States and many other governmental bodies con- 
ferred behind closed doors and no such indignation was shown 
about such things as had been manifested about the conferences 
of the valuation bureau. 


Assistant Attorney General Gordon, representing the Califor- 
nia commission, said that while three railroads with property 
in California, were represented in the list of tentative valua- 
tions to be discussed, California was primarily interested in 
the general questions because of the influence they will have 
on the valuation of the Santa Fe and the Southern Pacific. He 
said California was not a protestant against the valuations 
and assumed that one value was to be found—one for rate- 
making purposes. He said the question what value was to 
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be found and how should receive first attention. He said the 
Commission should find one value for rate-making purposes and 
indicate specifically how that value had been determined. 

“Would that valuation be available for consolidation pur- 
poses?” asked Mr. Hail, and the attorney answered in the affirm- 
ative. 

“Then you think that section (pertaining to consolidation) 
calls for a valuation for rate-making purposes?” ; 

The attorney thought so and added that the stocks and bonds 
issued should not exceed the value for rate-making purposes. 

Answering a question by Commissioner Potter, he said the 
Commission should say the value found by it was for rate-making 
purposes and say what items had been included in it so as to 
afford the carriers an opportunity to go into court. Commis- 
sioner Daniels called attention to the fact that railroads owned 
carrier and non-carrier property. He wanted to know whether 
counsel would have two capitalizations—one for rate-making and 
one covering carrier and non-carrier property. The attorney 
said he did not think the public was interested in the non-carrier 
property. 

Commissioner Hall directed attention to the time when, as he 
remembered, Max Thelen, speaking for California, opposed the 
one-value idea, saying it was unnecessary, would be embarrassing 
and highly injurious. Mr. Gordon admitted the about face. 

In behalf of the New York, Philadelphia & Norfolk, Mr. 
Williams objected to the tentative valuation of the property of 
that carrier because it did not contain items totaling $803,696, 
the cost of which was proved and not controverted by the bureau 
of valuation. The property not so included in the valuation, he 
said, was inventoried on the valuation day, but not included in 
the tentative valuation and to that exclusion he objected. The 
improvements and betterments, he said, were made with appro- 
priations from jncome, prior to the prescribing of rules for 
accounting by the Commission, which was in 1907. 

Solicitor Farrell said they were excluded because the Com- 
mission could not know how much property which should have 
been charged off the capital account had not been so charged 
off. He said the bureau’s idea was that if the carrier charged 
the improvements and betterments to any account other than 
the oa or investment account, it should be bound by what 
it did. 


TENTATIVE VALUATIONS 


Tentative valuations, showing the final value of the prop- 
erty owned and used, as of June 30, 1917, have been submitted 
by the Commission to the carriers concerned and the states 
in which they operate, as follows: 

Marinette, Tomahawk & Western, $443,741; Washington, 
Idaho & Montana, $2,582,836; Birmingham & Northwestern, 
$722,847; Cumberland Railroad Company, $404,203; Nevada 
Transportation Company, $599,762; Verde Tunnel & Smelter 
Company, $577,101; Yreka Railroad Company, $103,142; and 
Carrollton & Worthville, $100,000. 

A valuation of the Indiana Northern, as of June 30, 1916, 
poh og at $55,250; and of the Fairchild & Northeastern at 
884,746. 

The Commission has announced the final value, as of June 30, 
1916, of the Sierra Railway Co. of California as being $2,077,276; 
Denison & Pacific Suburban, $184,500; South San Francisco Belt, 
$84,425, and Cooperstown & Charlotte Valley, $531,427, and, as of 
June 30, 1918, the Nacogdoches & Southeastern, $198,999. 


POWER TO AWARD REPARATION 

The Illinois Supreme Court has affirmed the power of the IIli- 
nois Public Utilities Commission to award reparation. The court 
held that the judgment of the Circuit Court of Sangamon County 
in setting aside the award of the commission of reparation to the 
East St. Louis Stone Company for unjust rates charged by the 
Terminal Railroad Association of St. Louis was erroneous, and 
ordered it reversed. 

The East St. Louis Stone Company had obtained an order of 
reparation in an appeal to the commission, but the carrier defend- 
ant took the case before the circuit court and won a favorable deci- 
sion. In the appeal to the Supreme Court the point of contention 
was whether the circuit court was empowered to review the deci- 
sion of the commission, the appellant maintaining that according to 
the statute in question, the only effect of the reparation order 
was to give the appellant the right to sue, that the order was 
only prima facie evidence of the facts stated, and was not a final 
and appealable order. The decision of the higher court was 
that a denial of claims for reparation by the commission is 4 
final order and therefore appealable, but an award of reparation 
is to be considered only as evidence in the event of a suit for 
payment of the reparation. The court held that it was not the 
intention of the legislature that an order awarding reparation 
in a case such as this should be reviwed on appeal. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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COAL PRICES AND DISTRIBUTION 
The Trafic World Washington Bureau 


The following statement, relative to prices for domestic 
sizes of coal produced in certain bituminous districts in Pennsyl- 
vania and Ohio, has been issued by the Federal Fuel Distributor: 

Conferences were held in Pittsburgh on October 23 between the 
principal coal operators in the Pittsburgh District, Pennsylvania, the 
Southern Districts of Ohio (which include the so-called Hocking Dis- 
tricts) and the Pittsburgh No. 8 District, Ohio, and the Federal Fuel 
Distributor and his assistant, Mr. F. R. Wadleigh, to discuss the ques- 
tion of maximum prices f. o. b. at mines on prepared sizes of bitumi- 
nous coal for interstate shipment for household purposes. 

The operators signified their willingness not to exceed a maximum 
f. 0. b. price at the mines of $4.50 per ton in the Pittsburgh District, 
Pennsylvania; $4.75 per ton in the Southern Districts of Ohio and $4.25 
per ton in the Pittsburgh No. 8 Ohio District, the higher price in the 
Pittsburgh District, Pennsylvania, than in the No. 8 Ohio District being 
due to the fact that a large proportion of the domestic production 
in the Pittsburgh District is gas coal, coupled with an alleged greater 
on vad production, as compared with the production in No. 8 Ohio 
District. 

The previous prices on interstate shipments of household coal 
have ranged as high as $6.00 in the Pittsburgh District, Pennsylvania, 
$7.00 in the Southern Districts of Ohio and $5.75 in Pittsburgh No. 8 
District, Ohio. It will be noted that the new prices constitute a 
reduction in the previous maximum figures of $1.50 per ton in the 
Pittsburgh District, Pennsylvania, $2.25 in the Southern Districts of 
Ohio and $1.50 in the No. 8 Ohio District. 

These prices were voluntarily established by the operators in the 
various fields referred to, in recognition of the present emergency, and 
to assist the Federal Fuel Distributor in the accomplishment of the 
purposes of the act. 

While the representation at the conference was not complete as to 
each district, so large a percentage of the entire production was repre- 
sented that we have been assured of uniform observance of these 
maximum prices. 


A group of coal operators representing the producers of 
northern West Virginia will confer with the Federal Fuel Dis- 
tributor in Washington November 2 relative to the price situation 
in that territory. 

Favorable responses have been received by Fuel Distributor 
Spans as a result of his invitation to Illinois and Indiana coal 
operators to confer with him in Chicago on October 30 and 31, 
respectively. At these conferences the matter of prices on IIli- 
nois and Indiana coals moving in interstate commerce will be 
considered. 

In view of the lateness of the date at which, due to strike 
conditions, it was feasible to begin the movement of anthracite 
to the upper Great Lakes region, it has become evident that it 
will be necessary to supplement the water transportation of this 
product by all-rail shipment of hard coal in box cars to the north- 
west. With this object in view, a conference of anthracite opera- 
tors is being arranged, to be held in New York within the next 
few days. F. R. Wadleigh, assistant to the Federal Fuel Dis- 
tributor, and Donald D. Conn of the American Railway Associa- 
tion will participate in this conference. The program for the 
movement of anthracite up the Great Lakes, on a basis of 60 per 
cent pro rata share of last year’s tonnage, would approximate 
2,000,000 tons, to move which would have required weekly ship- 
ments of about 250,000 tons. Advices received by Federal Fuel 
Distributor Spens from St. Paul are to the effect that, with the 
advent of freezing weather in that general region, very little 
anthracite is in the dealer’s bins. As a result of recent heavy 
shipments of bituminous coal to the Northwest, the soft coal sit- 
uation in that region is much easier, and so far as it is possible to 
judge by market demands, steam coal supplies would seem to be 
assured. The fact that the maximum transportation of anthra- 
cite to this region to be expected is 60 per cent of the 1921 ton- 
hage makes it seem inevitable that householders must, to a con- 
siderable extent, substitute bituminous lump for the hard coal 
usually employed for domestic heating purposes. 


The fifteen naval officers representing the Federal Fuel Dis- 
tributor in the various districts into which the territory east of 
the Mississippi River was divided for administrative purposes 
Involved in the distribution of emergency fuel, have been ordered 
to report in Washongton on November 4 for a conference with 
Fuel Distributor Spens. The object of the conference is to check 
up on conditions affecting the fuel distribution problem in the 
different districts and to acquaint the naval representatives with 
the latest developments in the general situation. At the conclu- 
sion of the conference, the officers will return to their respective 
stations for the resumption of their special duties. 


Industrial users of coal are beginning to accumulate some 
reserves, and the general steam coal situation may now be 
regarded as fairly satisfactory, Federal Fuel Distributor C. E. 
Spens announced in a statement summarizing the present coal 
outlook. In the greater part of the country, supplies of domestic 
ituminous coal are fairly well assured, he said, although in 
Some sections available supplies would quickly vanish in the 
event of severe weather conditions and consequent retardation 
of transportation. For the past few weeks the average spot 
Price for all grades of bituminous coal has steadily declined, 
While production figures have mounted. 

Mr. Spens’ statement follows: 


ai A canvass of the situation, now being made by this office, in- 
Cates that storage of coal by industry is increasing, although in- 
Cutie buyers have been urged to purchase only sufficient coal for 

trent requirements, in order that no consumer might be distressed, 
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and particularly that production and transportation of coal for do- 
mestic needs might not be jeopardized. The present greatly increased 
production of bituminous coal is, however, possibly sufficient to permit 
of some reserves even under the prosperous conditions of industry 
prevailing today. ; 

“The act creating the office of federal fuel distributor became 
effective September 22. Production of bituminous coal since that time 
has been as follows: 


For the week ended September 30...... 9,822,000 tons 
For the week ended October 7.......... 9,736,000 tons 
For the week ended October 14.......... 10,021,000 tons 
For the week ended October 21.......... 10,350,000 tons 
For the week ended October 28.......... 10,500,000 tons 


The situation today so far as steam, or industrial, coal is con- 
cerned, is fairly satisfactory. There are, of course, individual cases 
where, due to lack of transportation, more or less difficulty is en- 
countered in securing sufficient supplies with regularity and ‘‘spot’’ 
coal purchases have to some extent been necessary, but, generally 
speaking, the present “steam” coal situation is not a matter of 
grave concern. 

In the greater part of the country conditions as to domestic bitum- 
inous coals are quite comfortable though there are still some sections 
where available supplies would quickly vanish in the event of in- 
clement weather, and with consequential diminution in transportation. 
The northwest territory, for instance, served largely by lake trans- 
portation, will need for all purposes approximately four million ad- 
ditional tons before the close of navigation, in addition to all-rail 
movement from Illinois, Indiana, etc., to care for its requirements 
until April 1. Barring unexpected difficulties, with dumpings at 
Lake Erie ports averaging at least one million tons per week, it is 
anticipated that these requirements will be accomplished. 

In Illinois the available supply on hand is low, due largely to 
the fact that a very considerable proportion of the coal mined within 
the state and adjoining territories has been, and is, moving all rail 
to the northwest to supplement the Lake allotment from eastern fields. 
It is important that far distant communities be served at this time, 
nearby communities can, of course, be taken care of with little delay. 

In the matter of prices of bituminous coals, the following figures 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the tions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. THE TRAFFIC 
WORLD, 418 South Market Street, Chicago, Ill. 











POSITION WANTED—As Traffic Manager or Assistant, fifteen 
years in charge of shipping for industrial concern, including three 
years’ traffic experience. Best of references. Address HM, O. R. 485, 
Traffic World, Chicago. 





WANTED—Energetic young man with close application to duties 
and devoid of frivolous habits, to take charge of and handle details in 
General Freight and Passenger Office. 
local and interline waybills, have experience in routing freight and 
handling interline freight claims, be strictly temperate and honest, 
amenable to discipline and content to live in small, inexpensive town, 
having three Protestant church societies and excellent school facilities, 
favorable climate and healthy. Excellent opportunity for right party. 
Apply by letter only, in own handwriting, stating age, whether mar- 
ried or single, with or without children, outlining past experience, 
and give ample references in first letter, stating salary expected. 
Address E. R. N. 487, Traffic World, Chicago. 





WANTED—A young man who is at present doing the work of an 
assistant traffic manager, with or without that title; a hustler, pref- 
erably with selling experience, for a responsible position with the 
leading house in its line. Must be willing to travel. Adequate initial 
salary; opportunity unlimited. Address BJR, Traffic World, Chicago. 





WANTED—Rate clerk, expert, thoroughly familiar with rate con- 
struction and classification. We desire a live wire, who has had some 
public freight bureau experience; we offer a splendid opportunity 
for the right man; salary and commission, also bonus. We also 
have vacancies for salesmen to sell our service contracts, best co- 
operation assured; now serving over 2,000 large shippers. Write full 
i. a7 U. S. Freight Traffic Assn., 487 Broadway, New York City, 


WACO, TEXAS 


THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


TOLEDO, OHIO 
The Toledo Terminal Warehouse Co. 


928-930 GEORGE STREET 
TOLEDO, OHIO 


STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 





























































































































































































964 


will give an idea of the present trend. For the week ended Septem- 
ber 23, the average spot price of all grades of coal was $5.06 per ton. 


For the week ended September 30........ $4.89 per ton 
For the week ended October 7th.......... 4.60 per ton 
For the week ended October 14th.......... 4.45 per ton 
For the week ended October 21st.......... 4.26 per ton 


During the past few weeks the above average prices have been 
“held up’? by the comparatively higher prices received for domestic 
coals, the margin between ‘‘run-of-mine’”’ and “lump” coals having 
in some instances been abnormally large. The results of recent con- 
ferences, and pending conferences, with coal operators in the various 
districts, in the matter of maximum f. o. b. mine prices particularly 
on prepared. sizes of coal for household use, will undoubtedly soon 
be reflected in these average market prices. 

The anthracite situation differs from the bituminous. The _produc- 
tion today is practically at the peak and due to the strike, the 
production this season which ends with March 3lst, 1923, will prob- 
ably not greatly exceed 60 per cent of that of last season. The 
plan for distribution of this season’s production contemplates a 
prorata distribution mage last year’s trade. This season’s pro- 
duction cannot possibly, therefore, equal the demand, and neces- 
sarily other fuels must to some extent be substituted. 

The most serious territorial situation as to anthracite domestic 
coal is, like the bituminous, in the northwestern states served by the 
lakes. The anthracite lake program calls for approximately two mil- 
lion tons, and up to date approximately only five hundred and fifty 
thousand tons have been shipped; in addition, there has been some 
movement all-rail, although this amount has not as yet reached an 
appreciable proportion. If normal lake conditions obtain, it is ex- 
pected that shipment by lake will continue until at least the first of 
December, and since it will not be possible during this remaining 
period to complete the allotted proportion for shipment by lake, op- 
erators have been urged to supplement the lake movement by im- 
mediate commencement of all-rail shipments with due regard, of 
course, to necessary distribution to other sections of the country ac- 
customed to the use of anthracite. 

The average daily loading of anthractie during the last eighteen 
days of September, 1922 (after the termination of the miners’ strike), 
was 5,007 cars. The average daily loading in October this year up 
to and including the 26th instant, was 6,254 cars, as compared with 
5,853 in October, 1921, and 5,910 in October, 1920. This indicates in- 
tense application by all interests. 

The necessary distribution of coals is dependent principally upon 
two factors at the present time—climatic conditions and transporta- 
tion. The latter factor is to a large extent dependent upon the 
former, although it should also be remembered in this connection 
that the transportation lines of this country have not yet fully re- 
covered from the ravages of the recent railway strike, and that in 
addition, the offerings of tonnage of all character are almost at the 
peak in the history of the carriers. 


COAL PRODUCTION REPORT 


In its weekly review of coal production for seven days ended 
October 27, the Geological Survey said: 


Preliminary returns on coal production in the fourth week of 
October indicate a total of 12,500,000 net tons, of which about 10,- 
400,000 tons in bituminous coal and 2,100,000 is anthracite. Revised 
estimates for the third week show 10,365,000 tons of bituminous 
and 2,003,000 tons of anthracite. A slight increase in the total coal 
raised is thus shown for the present week as compared with the 


week before, which increase is practically entirely in the output of 
; anthracite. 


The number of cars of bituminous coal loaded on Monday, October 
16, as reported by the railroads was 43,243 cars, a new high record 
for the year. On Tuesday, loadings declined to 30,724 cars, and by 
Thursday loadings declined to 28,987 cars. Full returns on loadings 
for the week are expected to show a total of 190,000 cars and indi- 
cate a production of 10,400 tons. 


The gain in the rate of production during the past two weeks 
reflects some improvement in the transportation situation which, 
however, remains the principal factor limiting output. The rate 
of output is approaching adequacy but does not yet assure sufficient 
coal to meet current needs, the requirement movement up the Lakes, 
and to provide the desired consumer’s stocks. 

Production of anthracite in the third week of October is estimated 
at 2,003,000 net tons which was a small decrease as compared with 
the week preceding. Preliminary reports to the American Railway 
Association show that 26,245 cars were loaded on the first four days 
< the present week indicating that production will reach 2,100,000 
ons. 

The movement of bituminous coal across the Hudson river into 
eastern New York and New England declined angen J during the week 
ended October 21. Reports from the railroads indicate that a total 
of 3,092 cars of bituminous coal was forwarded through the rail: gate- 
ways of Maybrook, Harlem River, Rotterdam, Albany and Mechanics- 
ville as against 3,636 cars in the week preceding. In spite of the 
decrease the movement for the week was larger than that of the 
corresponding period last year. 

Anthracite shipments on the contrary continued to increase and 
reached 3,477 cars in the week under review. 

In addition there was forwarded through the Rouses Point gate- 
way in Northern New England a total of 123 cars of bituminous and 
15 cars of anthracite. The cumulative movement for the year to 
date now stands at 64,499 cars of anthracite and 82,304 of bituminous 
coal through the Hudson gateways, and 265 cars of anthracite and 
1,898 of bituminous coal] through Rouses Point. 

Although the tonnage of soft coal dumped into vessels at Lake 
Erie ports has declined steadily during the past month, and last 
week (Oct. 16-22) was at the rate of about 1,000,000 tons, the ton- 
nage remains much larger than at the same date a year ago, Pre- 
liminary reports for the first two days of the present week indicate 
an increase over the week _ before. 

Anthracite shipments from Buffalo during the week ended 
October 17 were 113,300 net tons and in the week ended October were 
119,100 tons. 

According to the Ore and Coal Exchange the total soft coal 
handled at Lake Erie piers during the week ended October 24 was 
1,004,094 net tons as compared with 1,090,599 tons in the week pre- 
ceding. ‘In comparison with the corresponding week a year ago this 
was an increase of 69 per cent. Of the total tonnage dumped last 
week 967,004 tons were cargo coal and 37,090 tons were vessel fuel. 

During the present season to October 22, inclusive, 12,855,130 tons 
of cargo coal (bituminous) have been dumped into vessels at Lake 
Erie piers. Of this quantity 11,810,148 tons were forwarded to regular 
Lake destinations and 1,044,982 tons were forwarded to ports not 
ordinarily taking Lake coal. The quantity of cargo coal sent to 
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regular Lake destinations is 36 per cent less than in 1921, 31 per 
cent less than in 1920, and 37 per cent less than in 1919. 


COAL LOADING 


A total of 103,973 cars were loaded with bituminous coal 
the first three days of the week ended October 28, more than 
during any similar period since the miners’ strike, according 
to reports received from the rail carries by the car sevice di 
vision of the American Railway Association. This was an 
increase of 1,446 over the first three days last week, which, up 
to that time, had marked the peak. 

Bituminous coal loadings on Wednesday last week amounted 
to 30,006 cars, 718 less than the day before, but 10 cars above 
the number loaded the preceding Wednesday. The total for 
Wednesday was approximately 1,000 cars less than the daily 
average for October last year. 

Anthracite loading amounted to 6,539. This was 58 cars 
under the day before, but approximately 350 cars above the 
daily average for the first three weeks this month, and more 
than 600 cars above the daily average for October, 1920, and 
1921. 

An increase over the day before of 611 cars in the number 
loaded with bituminous coal on October 27, was reported by 
the carriers to the Car Service Division of the American Railway 
Association. The total for that day was 29,598 cars. This 
lacked 1,447 of equalling the daily average for October last year, 

Anthracite coal loading on that day amounted to 6,411 cars, 
This was a decrease of 186 cars compared with the day before. 
Daily loadings in that week, however, surpassed the daily aver. 
age for the first three weeks of October, as well as the daily 
averages for October 1920 and 1921. 

More cars were loaded with bituminous coal Monday, Oc- 
tober 30, than on any other day in approximately three years, 
with the exception of one in 1920, according to reports received 
from the rail carriers by the Car Service Division of the Ameri- 
can Railway Association. 

The total for the day was 45,298 cars. That was only ex- 
ceeded in the three year period on November 22, 1920, when the 
total was 45,457 cars, or only 159 cars greater. The records 
of the Car Service Division do not go back prior to 1920. 

That loading exceeded by 2,055 cars the total for the Monday 
before, which had marked the peak for the period since the 
miners’ strike began. Comparisons showed that the loading on 
that Monday was approximately 14,600 cars in excess of the 
daily average for the first four weeks in October this year, and 
exceeded the daily average for October last year by 14,250 cars. 

Loading of anthracite coal Monday, October 30, amounted to 
6,451 cars. That was an increase of 435 cars over the daily 
average for the first four weeks this month, and exceeded the 
daily average for October 1920 and 1921 by 570 cars. 


MUST RETURN BOX CARS 


The Trafic World Washington Bureau 


The car service division of the American Railway Associa- 
tion has ordered railroads west of the Mississippi River to re 
turn at once box cars now on their lines belonging to eastern 
roads. They are to be loaded and sent east as rapidly *as 
possible. This order is the complement to the one. recently 
issued requiring cars of western ownership to be sent home. 
In addition to returning the cars, the western. carriers were 
told to confine the loading to grain, flour, and food products and 
other foods, to cars fit for the class of traffic and to discontinue 
using locally, in station to station service, box cars belonging 
to eastern roads. 

“A great many western line cars can be kept available for 
loading grain, flour, and food products, on lines of owners, and 
substantial movement of eastern box cars eastbound with grain 
and food products can be obtained in this manner by intensive 
supervision over distribution of box cars,” the order says. 

The aim of the car service division, in issuing this direction 
to the railroads was to bring about a re-location of cars, ac 
cording to ownership, at the earliest possible time. The order 
was necessary to prevent the western roads, in whose behalf 
the earlier order was issued, from keeping the cars of eastern 
ownership on their own rails as a measure of retaliation, 
on the theory that, because the eastern: roads had used 
their equipment for local station-to-station service, turn-about 
would be only fair play. The desire of the car service officials 
is to avoid the reversal of conditions through the detention, 
west of the river, of cars of eastern ownership on any such 
theory of right based on the assumption that because the east: 
ern roads violated the rules the western should have permis 
sion to do likewise for an indefinite period. 


LOCATION OF.CARS 


The per cent of home cars on home roads as of October 15 
was 48.6 as against 50.7 as of October 1, according to the semr 
monthly bulletin of the car service division of the Americal 
Railway Association. By classes of equipment the percentages 
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were as follows: Box, 35.9; refrigerator, 52.7; gondola, 56.6; 
stock, 63.4, and flat, 66.3. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership as of October 15 showed the following: East- 
ern district, 100.9, as against 96.8 a year ago; Allegheny dis- 
trict, 100.4, as against 98.4 a year ago; Pocahontas district, 88.4, 
as against 85.4 a year ago; Southern district, 92.8, as against 98 
a year ago; Western district, 96.9, as against 100.5 a year ago; 
all districts, 97.7, as against 98.1 a year ago; Canadian roads, 
90.9, as against 95.7 a year ago; Mexican roads, 105.3 (no figure 
for last year). 


CAR SURPLUS AND SHORTAGE 


A further increase in the average daily shortage of freight 
cars was reported for the period October 15-23, the total being 
166,349 as against 156,309 in the preceding period, according to 
the report of the car service division of the American Railway 
Association. The average daily surplus was 4,409 cars as against 
4,275 in the preceding period. 

The shortage was made up as follows: Box, 79,483; venti- 
lated box, 774; auto and furniture, 1,477; total box, 81,734; flat, 
6,609; gondola, 26,949; hopper, 19,626; total all coal, 46,575; coke, 
539; S. D. stock, 18,773; D. D. stock, 2,231; refrigerator, 9,348; 
tank, 13; miscellaneous, 527; total, 166,349. 

The surplus was made up as follows: Box, 187; ventilated 
box, 14; auto and furniture, 24; total box, 225; flat, 370; gon- 
dola, 252; hopper, 1,524; total ail coal, 1,776; S. D. stock, 219; 
refrigerator, 180; tank, 231; miscellaneous, 1,408; total, 4,409. 


YEAR’S LOADING OF MERCHANDISE 


More cars were loaded with merchandise and miscellaneous 
freight in the first 40 weeks this year than ever before in the 
history of the railroads, according to the records of the Ameri- 
can Railway Association. 

-In this period 20,649,237 cars were loaded. This represents 
an increase of 4.02 per cent over the corresponding period in 
1920, and 13.87 per cent over the corresponding period last year. 

Loading of merchandise and L. C. L. freight alone in this 
period this year has amounted to 9,218,484 cars, compared with 
8,360,675 in 1921, and 6,692,163 in 1920. 

Loading of miscellaneous freight this year has amounted to 
11,430,753 cars. In the corresponding period in 1921, 9,772,918 
cars were loaded, and in 1920, 13,159,395 cars. 


REVENUE FREIGHT LOADING 


Revenue freight loading in the week ended October 21, 
crossed the 1,000,000 mark for the first time since October, 1920. 
It was 1,003,759 cars. The maximum loading for a week in the 
history of American railroads, was 1,018,539 in the second week 
of October, 1920. The loading for the week ended October 21 
represents an increase of 20,280 cars over the previous week, 
and was 38,948 greater than that of the corresponding week of 
last year, but it was 5,059 less than that for the corresponding 
week of 1920. 

In the southern, central western, and southwestern districts 
the loading was greater than for the corresponding week of 1920. 

Loading by districts in the week ended October 21 and in 
the corresponding week of 1921, was as follows: 

Eastern district: Grain and grain products, 10,407 and 11,318; 
live stock, 3,689 and 3,822; coal, 60,682 and 57,565; coke, 1,947 
and 2,180; forest products, 6,074 and 4,563; ore, 5,530 and 2,484; 
merchandise, L. C. L., 64,739 and 64,962; miscellaneous, 99,244 
and 93,576; total, 1922, 252,312; 1921, 240,470, and 1920, 254,238. 

Allegheny district: Grain and grain products, 3,734 and 2,661; 
live stock, 3,381 and 3,516; coal, 54,081 and 60,237; coke, 5,290 
and 2,523; forest products, 3,412 and 3,317; ore, 8,432 and 5,936; 
merchandise, L. C. L., 48,144 and 48,309; miscellaneous, 78,737 
and 64,702; total, 1922, 205,511; 1921, 191,201; 1920, 209,948. 

Pocahontas district: Grain and grain products, 218 and 233; 
live stock, 597 and 457; coal, 18,505 and 25,590; coke, 352 and 
202; forest products, 1,523 and 1,207; ore, 37 and nothing; mer- 
chandise, L. C. L., 5,725 and 5,743; miscellaneous, 3,697 and 
4,166; total, 1922; 30,654; 1921, 37,598; 1920, 37,291. 

Southern district: Grain and grain products, 4,129 and 3,563; 
live stock, 2,790 and 2,351; coal, 24,010 and 28,511; coke, 1,095 
and 617; forest products, 20,004 and 17,148; ore, 1,207 and 460; 
merchandise, L. C. L., 38,867 and 40,810; miscellaneous, 45,903 
and 41,323; total, 1922, 138,005; 1921, 134,783, and 1920, 131,733. 

Northwestern district: Grain and grain products, 17,268 and 
15,099; live stock, 9,165 and 10,381; coal, 10,830 and 12,576; coke, 
1,428 and 717; forest products, 15,021 and 11,857; ore, 27,801 
and 12,509; merchandise, L. C. L., 27,891 and 29,057; miscellane- 
ous, 42,513 and 41,780; total, 1922, 151,917; 1921, 133,976; 1920, 
164,101. 

Central western: Grain and grain products, 12,218 and 13,023; 
live stock, 16,615 and 15,772; coal, 21,513 and 25,090; coke, 355 
and 216; forest products, 7,506 and 7,526; ore, 2,213 and 739; 
merchandise, L. C. L., 31,713 and 32,537; miscellaneous, 61,418 
and 59,106; total, 1922, 152,011; 1921, 154,009; 1920, 141,057. 

Southwestern district: Grain and grain products, 5,706 and 
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4,546; live stock, 3,936 and 3,548; coal, 7,150 and 5,926; coke, 
164 and 165; forest products, 6,804 and 8,037; ore, 248 and 461; 
merchandise, L. C. L., 15,258 and 16,602; miscellaneous, 33,083 
and 33,489; total, 1922, 72,349; 1921, 72,774, and 1920, 70,450. 

Grand total all districts: Grain and grain products, 53,680 
and 50,443; live stock, 40,473 and 39,847; coal, 196,771 and 215. 
495; coke, 10,631 and 6,620; forest products, 60,344 and 53,655; 
ore, 45,468 and 22,589; merchandise, L. C. L., 231,797 and 238,020; 
miscellaneous, 364,595 and 338,142; total, 1922, 1,003,759; 1921, 
964,811, and 1920, 1,008,818. 


CARS NEEDING REPAIRS 


Fewer freight cars are now in need of repair than at any 
time since March 15, 1921, according to reports from the rail- 
roads of the country to the Car Service Division of the Ameri- 
can Railway Association. 

On October 15 last, the latest date for which figures are 
available, 270,045 freight cars, or 11.9 per cent of the cars on 
line, were in need of repairs. This was a decrease of 21,609 
cars compared with the total on October 1, at which time there 
were 291,654, or 12.8 per cent. This also was 54,538 fewer than 
= July 1, the date upon which the strike of railway shopmen 

egan. 

Comparisons show that on October 15, 1921, there were 
354,996 freight cars, or 15.5 per cent of the cars on line, in need 
of repairs. 

Freight cars requiring light repairs numbered 55,123 cars 
on October 15 last, a decrease of 5,966 compared with the total 
on October 1. Cars in need of heavy repairs totaled 214,922, or 
a decrease of 15,643 within the same period. 

Every district on October 15 showed a decrease, in the num- 
ber of cars needing repairs, compared with the total not only on 
October 1, but also on July 1 last. 


FRUIT AND VEGETABLE SHIPMENTS 


“The decline (in carlot loading) from the peak of the season 
has been more gradual than it was last fall,” said the Bureau 
of Agricultural Economics of the Department of Agriculture, in 
its review of the fruit and vegetable market and weekly sum- 
mary of carlot shipments, dated October 31. 

' “Onder a decreased movement of late onions, a firmer tone 
was noted in most city markets during the week ending October 
28. Midwestern onions continue unusually prominent in the 
Eastern markets. Winter apples strengthened sharply at east- 
ern and northern shipping points, but apple prices in consuming 
centers showed little change. Potatoes were higher in the East 
and declined slightly in the Middle West. Cabbage and sweet 
potato prices continued a downward trend. 

“Total shipments of 13 important fruits and vegetables de- 
creased about 2,250, filling 24,348 cars. The decline from the 
peak of the season has been more gradual than it was last fall; 
only 21,000 cars were shipped the closing week of October, 1921. 
Grapes showed the heaviest decrease, followed by apples, pears, 
onions and sweet potatoes. Shipments of white potatoes gained 
considerably, also cabbage and celery.” 

Week Week Previous 


Total Total 


Oct. 22-28 Oct.23-29 week this last Total 
ine.this inec.last this Season to Season to last 
Season Season Season Oct. 28, Inc. Oct. 29, Inc. Season 
Boxed Apples— 
| ee 2,344 4,770 2,608* 15,103* 30,069 56,313 
Barreled Apples— 
a 3,978 2,109 4,347*  32,339* 21,714 32,138 
Cabbage— 
Ce 1,789 1,220 1,496*  27,874* 22,451 31,000 
Cantaloupes— 
,. =r 53 5 137* 30,766* 25,559 25,572 
Cauliflower— 
EUR 6 cbes Sees 55 104 74 424 653 4,335 
Celery— 
ee 585 574 518* 7,617* 6,881 11,642 
Grapes— 
i ee See 3,925 2,049 5,558*  44,725* 34,032 37,208 
Lettuce— 
ee 270 189 300 21,028* 17,755 18,300 
Lettuce (new crop)— 
California 
begins Oct. 1 66 59 45 180 875 10,281 
Mixed Vegetables— 
: ae 350 313 413 16,611* 13,599 15,566 
Onions— 
a ee 1,063 478 1,186* 18,734* _ 14,872 20,777 
Pears— 
Se 569 147 854* 17,907* 12,335 12,822 
Sweet Potatoes— 
is nate hion’ 669 587 798* 8,898* 8,333 19,278 
Tomatoes— 
| 237 97 240 25,347 16,670 17,204 
Cc. & E. l. FINANCING 


The Chicago & Eastern Illinois has applied to the Commis- 
sion for permission to issue $989,000 of 5.5 per cent prior lie 
bonds to reimburse itself for cash payments about to be made 
for the acquisition of locomotives and baggage cars, which will 
cost about $1,099,300. The company will undertake to sell the 
bonds to net 95 per cent of par. 
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business that you make a 
comparison of gateways be- 
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Eighty-seven per cent of the through 
“L.C.L.’’ freight routed via St. Louis 
departs the same day it arrives! 







More than 1,000 package cars 
loaded daily at St. Louis! 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 








American-Hawaiian S. S. Co. 


INTERCOASTAL SERVICE 
To Los Angeles, San Francisco, Portland, Seattle, 


Tacoma 
NEW YORK—THURSDAYS BOSTON—SATURDAYS 
ARIZONIAN ........ Nov. 9 ARIZONIAN ........ Nov. 4 
KENTUCKIAN ...... Nov. 16 KENTUCKIAN ...... Nov. 11 
FLORIDIAN ......... Nov. 23 FLORIDIAN ......... Nov. 18 
MISSOURIAN ....... Nov. 30 MISSOURIAN ...... Nov. 25 
PHILA.—_SATURDAYS BALTIMORE 
OREGONIAN ....... Nov. 4 GEORGE ALLEN ....Nov. 11 
ARIZONIAN ........ Nov. 11 GEORGIAN .......... Nov. 25 
GEORGE ALLEN ....Nov. 18 NEBRASKAN ....... Dec. 9 
FLORIDIAN ......... Nov. 25 NEVADAN .......... Dec. 23 
CHARLESTON SAVANNAH 
oe, aE a ao) ov. 11 
Po, er ee... Dec. 9 
BILE NEW ORLEANS 
yo! aa Mev. BL. UPRWECE 2.0 .cccccecs ov. 28 
Po oe ee ee Dec. 30 


PACIFIC COAST TO EUROPE 


U. S. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 





Joint Service with 
Hamburg-American Line 


NEW YORK TO HAMBURG 
. *MOUNT CLAY 










8.8 - 

B.S. FWUERTTEMBURG  .n.ccccccccccccccccccccccccce Nov. 16 
8.8. “MOUNT CARROLL .....ccccccccccccccccccccces Nov. 23 
BB. FHANBA 20.ccrcccccccevccscccsvccccsccccccccccse Nov. 30 
8.8. *MOUNT CLINTON .....ccccccccccccvcccccccccces Dec. 7 
B.S. FBAYERN  .nccccccccvccecevccececcccscccscececces Dec. 14 


* Carries third-class passengers. 
+ Cabin and third-class passengers. 
¢ First, second, third-class passengers. 


PHILADELPHIA TO BREMEN AND HAMBURG 












8.8. EMDEN (via Baltimore and Norfolk)............ Nov. 22 
S.S. ALTMARK (via Baltimore and Norfolk).......... Dec. 19 
BOSTON TO BREMEN AND HAMBURG 
8.S. CALLISTO (via Baltimore and Norfolk).......... Dec. 5 
BALTIMORE TO BREMEN AND HAMBURG 
S.S. NEW BRITAIN (via Norfolk)............ssseeeeee0s Nov. 15 
a, CD A, I eco cc cccesccccccececceeses Nov. 28 
BB. CARAT Cie NORTE) sc cccccsccscccccccsceces Dec. 12 
S.5. ALTMAN (vin NOPlGlh),...c.cccccccsscccccescocse Dec. 27 





NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


BB. MEW DBRETAIN $2. ccccvccesicvececcccvcvsccesveces Nov. 17 
2S ee er Nov. 30 
S.8. CALLISTO 2... cccccccccccccccccvccccccccsccccccs Dec. 14 





8.S. ALTMARK 


NEW ORLEANS TO BREMEN AND HAMBURG 
8.S. WESTERWALD ...........eceeee- First Half of November 
ee nr re First Half of December 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 




























General Offices: 39 BROADWAY, New York 
Telephone Whitehall 1020 
WESTERN FREIGHT OFFICE: 

















CHICAGO, 327 South LaSalle Street...... Phone Wabash 4891 
. BRANCH OFFICES: 
BALTIMORE, Maryland, Casualty Bldg...... Phone Plaza 7330 
BOSTON, 40 Central Street.............. Phone Congress 3084 
CLEVELAND, 242 The Arcade.............. Phone Main 2150 
PHILADELPHIA, Bourse Bldg.......... Phone Lombard 7050 
PITTSBURGH, Oliver Bldg................ Phone Grant 7431-2 
ROCHESTER, Commerce Bldg................ Phone Main 7150 
AGENTS: 
A ES John M. Born, 1108 Candler Bldg. 
IRE ES aS ES Ee Ee ae treet Brothers 
ii dith ssc sbieweds cue wdes ee uibeeed Page & Jones 
eC, Sr eran Richard Meyer Co. 
Fn. 0'6 0000s cece neeveveccenoes M. J. Hogan & Co. 





GENERAL PACIFIC COAST AGENTS: 
SAN FRANCISCO..Williams, Dimond & Co., 310 Sansome St. 














“LIVING WAGE” DECISION 


The “living wage” theory was flatly rejected by the United 
States Railroad Labor Board in a statement made public October 
29, in connection with its formal order for an increase in wages 
of two cents an hour for maintenance of way employes. The 
dissenting members of the board, led by A. O. Wharton, one 
of the three labor members, had refused to agree to “the recent 
increase on the grounds that it did not offer the workers a 
“living wage,’ and the statement of the board sets forth its 
reasons for refusing to consider such a basis for the establish- 
ment of a wage scale. 

The board characterizes the “living wage” theory as an 
“abstract and elusive thing, confessedly based on a makeshift 
and a guess.” The theory of the “living wage,” as defined to 
the board, is “a wage which will support a family of five in 
health and reasonable comfort.” This was declared “a bit of 
mellifluous phraseology, well calculated to deceive the unthink- 
ing.” Such a basis for fixing wage scales, it is said, “would 
wreck every railroad in the United States and, if extended to 
other industries, would carry them into communistic ruin.” 

The majority opinion states that the board has always 
fixed a living wage in its decisions, but refuses to recognize 
any one “living wage” as the only just one. The union mem- 
bers of the board have contended that the lowest “living wage” 
for common labor should range from 72 to 75 cents per hour. 
With reference to this, the report says: “This would add ap- 
proximately $3,112,952,387 to the annual pay-roll, bringing it 
up to $5,589,445,993, making an annual deficit for the roads of 
$2,241,639,518.” 

The board refused to consider such an added burden to 
the roads when the theory had been shown to be impractical. 
It says no common standard can be set, and declares its inten- 
tion of continuing its policy of fixing reasonable wages based 
on the facts that are set before it. 

Ben W. Hooper, chairman, defended the stand of the board 
against the “living wage” theory in a statement issued November 
1 in reply to attacks from newspaper and other sources. In con- 
nection with the controversy over the wages of maintenance 
of way employes, the majority of the board members refused to 
make the minimum wage 48 cents an hour, or, what the minority 
claimed was a “living wage,” and fixed, instead, an increase 
of 2 cents an hour, making a minimum ranging from 25 to 37 
cents. The decision has aroused proponents of the “living 
wage,” and many attacks have been made on the board. Mr. 
Hooper’s statement follows: 


As an individual, I am under no restraint that would inhibit an 
expression of my views as to the criticism of the Railroad Labor 
Board’s action by the new triumvirate of Hearst, Gompers and Ford. 

Young Mr. Edsel Ford breezily remarks that the railroads would 
probably suffer ‘‘deficits for a while’ if the so-called living wage were 
established. Plunging all the railway systems of the nation into a 
deficit does not disturb the equanimity of Mr. Ford. He makes no 
reference to the inevitable consequence of such a deficit, namely, 
higher freight and passenger rates. 


It is now a matter of quite general knowledge that the margin of 
profit in the manufacture of Lizzies is much greater than in the 
operation of railroads. It is also pertinent to note that the man who 
pays for the operation and upkeep of a Ford is in a better position to 
Pg ag oe with the men who run railroads than is the manufacturer 
of the Ford. 


Mr. Ford should be able to speak railroad deficits as one 
having authority. A few months ago his papa bought a little railroad, 
and immediately afterward the country was propagandized with the 
wonderful story of how this road had been financially revitalized. 


Some sort of gland operation had been performed on_it which 
transformed it from an anaemic liability to a virile asset. The finger 
of scorn was pointed at all other railway managements, 


Suddenly the flow of publicity halted. The records now show that 
the Ford railroad, although it has the benefit of the diversion of the 
tonnage of the Ford Motor Company, an advantage it did not enjoy 
before he purchased it, has experienced deficits at the end of several 
months. The deficit in December, 1921, was $331,240; in July, 1922, 
$16,367, and in August, 1922. $300.404. It also goes without saying that 
the operation of this small railroad cannot be taken as comparing 
with the operation of the great railway systems of the country. 


The attitude of the Hearst syndicate of papers is not quite so~- 


elear. Their advocacy of relaxation of restrictions against foreign 
immigration cannot be construed as friendly to high wages for common 
labor. It is quite obvious that the surest possible means for a prompt 
and radical reduction in wages is to let down the bars to the millions 
of aliens that desire to enter. The position of this syndicate of papers 
on the living wage bears many of the recognizable earmarks of polit- 
—_ expediency and this is an unsafe foundation for an economic 
policy. 

The board in its action on this question has not only served the 
best interests of the public in general, but has saved labor from the 
folly of some of those who pose as its friends. 

A wage award which would crush the railroads would ruin their 
employes, : 

A wage award which would create an enormous defict in every 
railway treasury would necessitate the imposition of higher freight 
rates on the farmers, producers and shippers of this country. Does 
this syndicate of papers advocate an increase in freight rates and the 
consequent increase of living costs to the masses? If not, from what 
source do they expect to obtain the 125 per cent increase which the 
so-called living wage would necessitate? 

The living wage idea presented to the Labor Board called for a 
72 to 75 cent per hour minimum for common labor all over the United 
States and the maintenance of proper differentials for skilled labor. 
On the basis of the railway income for 1921 this would have created 
a railway deficit of $2,241,639,518. 

In so far as the opposition of Mr. Gompers to the Railroad Labor 
Board is concerned, it is sincere and understandable. He is opposed 
to anything that looks toward a limitation of the freedom of labor 
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organizations to enforce their demands on the railroads and the public 
by strikes. 


The issue is clear between Mr. Gompers and those who belie 
that the public has a definite and positive right to efficient and uninter. 
rupted transportation, which must not be destroyed by controversies 


between carriers and their employes. The latter view is not hostile to 
organized labor. 


No greater blessing can be conferred upon the employes of the 
railroads than to free them from the necessity of engaging in recurring 
industrial struggles at the cost of enormous loss and _ suffering to 
themselves and at the same time to guarantee to them just and rea- 
sonable wages and working conditions. 

One of the expert economists, who presented the matter to the 
board for the employes, stated that this would “throw a monkey 
wrench into the industrial machinery” and that the theoretical living 
wage should not be established all at once, but the minimum shoul 
be made 48 cents ‘per hour. This would likewise create a deficit of 
several hundred million —. 

In view of this situation does this syndicate of papers desire to 
throw the monkey wrench into the machinery? If not, why criticize 
the board for refusing to do it? Let it be remembered that the board 
contends that it has established ‘‘a living wage’’ for common labor— 
a wage which, in an overwhelming majority of instances, is appreci- 


ably higher than the wage paid common labor in the same community 
in other industries. 


~- living wage” is not the thing for which the theorists contend, 
They want “the living wage,’’ which, according to their dogmatic for- 
mula, means, at their lowest estimate, about $1,650 per year for a sec- 
tion man. The budget upon which this wage was predicated was 
declared by two of the expert representatives of the employes to be 


“a guess and a makeshift,”’ and yet the board is criticized for not 
adopting it. 


A wage scale built on that basis for all industries would exceed the 
total income of the United States by multiplied billions of dollars. Is 
this what the Hearst syndicate wants, or do they not really and truly 
want just the same.thing the Labor Board wants—a living wage, fair, 


reasonable and adequate, and based u inci 
aus eae see sed upon the principles of common 


,, fiat wage is as impractical as a fiat dollar. Both have been 
tried out in Russia, where the laborer may get millions of rubles for 
an hour’s work, but what will his fiat wage and fiat ruble buy him? 


The swelling tide of prosperity in our country cannot h 
by methods of this kind. . , » . seslaaiata 


LOCAL SHOP UNIONS GAIN 


/ Twenty-seven railroads have negotiated agreements with 
independent shopcrafts on their individual lines since the strike 
of shopmen last summer. These company unions were formed 
at the beginning of the strike by employes who remained at 
work in spite of the strike call, and new men who replaced 
strikers. The roads that have recognized the local organizations 
are all in the class I group of carriers and operate 92,165 miles 
of track. Recent additions to the list of roads that have made 
individual settlement are: Atchison, Topeka & Santa Fe; Chi- 
cago, Rock Island & Pacific; St. Louis-San Francisco; Wabash; 
Maine Central; Charleston & West Carolina; Cincinnati, Indi- 
anapolis & Western; and Columbus & Greenville railroads. 
Fifty-eight class I roads and 69 carriers of all other classes 
are now hegotiating with their shopmen under the “Baltimore 
agreement.” Their total trackage is 77,854 miles. 


ALTON ASKS NEW RULES 


Changes in working rules and wage schedules for all train- 
men were asked by the Chicago & Alton Railway in a hearing 
before the United States Railroad Labor Board in Chicago, No- 
vember 2. The petition asks for the elimination of time and 
one-half for overtime after eight hours of work and of the rule 
prohibiting the double-heading of freight trains. W. G. Bierd, 
receiver for the Alton, appeared before the board. He con- 
demned the overtime rule as an “uncontrollable expense” which 
had been put on the roads in the period of federal control. In 
speaking of the double-heading of freight trains, he said the 
Alton could haul one-third more freight if this practice were 
permitted. S. A. Boone, vice-president of the Brotherhood of 
Locomotive Enginemen and Firemen, moved that the petition 
be dismissed on the ground that the case had not been properly 
brought before the board by the Alton. Ruling on this motion 
was deferred. 

Union representatives are declaring that this action by the 
Alton is the beginning of an organized attempt by the roads 
to abolish a number of practices and rules that the brotherhoods 
have obtained in the last few years. All the train service 
brotherhoods were represented at the Alton hearing, and it is 
their plan to fight the case to a finish. 


REDUCED LUMBER RATES 


Announcement is made by the Southern Pine Association 
that at a recent meeting held in Atlanta with officials of the 
Southeastern railroads, final arrangements were made for check 
ing in through rates from Southern Pine producing territroy to 
points on the C. & O., L. & N., Norfolk & Western, Southern 
Railway and Virginian Railway, in Virginia, West Virginia, 
North Carolina, Kentucky and other middle eastern states. The 
through rates are in lieu of the higher combination rates which 
heretofore have applied and the changes will result in lowe! 
transportation charges to certain points. The Southern Pine 
Association, through its traffic department and special commit: 
tee, has been seeking to obtain this action since last January: 
At the Atlanta conference the association was represented by 
L. J. Hollands, traffic manager of the J. J. Newman Lumbet 
Company, and chairman of the association’s special committee. 
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CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canai Street, near Tayler Street 
Teaming of Every Deecription—City Delivery Serviee and Cartoad 
Distributors 









POOL CARS 


RECEIVED, CHECKED, DISTRIBUTED 
RESHIPPED IN LESS THAN CAR LOTS 


PITTSBURGH DISTRIBUTING CO. 


601 Empire Building, PITTSBURGH, PA. 
Established 1910 Phone 1574 Smithfield. 





SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service Quick Despatch 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 












ROCHESTER, NEW YORK 


General Storage Carload Distribution 


Members American Wareheusemen’s Asseciation and American Chain of Warehouses 


B. R. & P. WAREHOUSE, Inc. 





CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, IIl 


Sprinkled Warehouses in the heart of the 
Freight Terminal District. 


Merchandise Storage and Distribution Specialists. 


TACOMA, WASH. 


Whitworth Transfer & Storage Co., Inc. 


POOL-CAR-DISTRIBUTORS 


FOR POINTS IN PACIFIC NORTHWEST 


MERCHANDISE STORAGE 


NO SWITCHING CHARGE ON CAR LOAD LOTS 


Write for Conte msed Schedule of Comparative Class Rates Applyi 
© Prindigal Pointe in Peallie Mesdionect be 
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MERCANTILE 
Storage & Warehouse Company 


MERCHANDISE 
DISTRIBUTION and WAREHOUSING 
WRITE US FOR RATES 


UMAHA 


UNITED STATES SHIPPERS! 


Avail Yourselves of the Efficient Modern 


Warehouse and Distribution Service 
of the 


National Cartage & Transfer Co., Ltd. 


VANCOUVER, CANADA 
EXCHANGE RATES NOW FAVOR EXPORTATION 
OF U. S. GOODS TO CANADA AND A REVIVAL 
OF CANADIAN TRADE IS IN PROGRESS. 


We will materially assist you in establishing and building up a 
profitable and growing business in the Canadian Northwest. 


CONNECTIONS THROUGHOUT CANADA 
Chicago Representative — Burkhart Warehouse Service 


May WEHOUS 


Your Stocks With Us 






150,000 Sq. Ft. Space 


= PRES = DENVER 
_ Serves Two Million Population 
Send Pool Cars in our care for distribution. 


42 teams and trucks insures prompt service 
to customers and satisfaction to you. 






The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 









Consider our facilities for Ay setgaea 
your shipments to and 


) CALI FORNIA 


Full information and 
Descriptive Pamphlets mailed on request 


PUBLIC WAREHOUSES AND DOCKS 
SAN FRANCISCO, SACRAMENTO AND STOCKTON 


Associated\Terminals; 


General Offices: 324 Sansome Street, San Francisco 


GENERAL STORAGE 


POOL CARS 


DISTRIBUTION 
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SHIPPING BILL PLANS 


The Trafic World Washington Bureau 


The weekly bulletin of the National Merchant Marine Asso- 
ciation of October 28 says: 


Further evidence that steps are being taken to clear the way for 
the passage of the shipping bill developed this week through a state- 
ment made by Representative Campbell of Kansas, chairman of the 
House rules committee, following a long conference with President 
Harding at the White House. Mr. Campbell predicted that Congress 
would be called in extra session, to begin November 20. It is planned, 
he said, to have the House get to work immediately preparing ap- 
propriation bills and securing the passage of the shipping bill. Mem- 
bers of the House appropriation committee, he added, had already 
been requested to be in Washington by November 10 to take = the 
preparation of the appropriations bills, on which much preliminary 
work has already been done. Mr. Campbell expects the House to pass 
five of these bills not later than the first week in January. This will 
assure time for consideration and passage of the shipping bill by both 
branches of Congress. 


INTERCOASTAL TRADE REPORT - 


The Trafic World Washington Bureau 


Commissioner Chamberlain, of the Shipping Board, who 
acted as chairman of the committee that held hearings recently 
on the intercoastal service, has recommended to the board that 
the board’s vessels in the intercoastal trade, operated by the 
Nawsco Line, be not withdrawn, as urged by the private steam- 
ship companies. Mr. Chamberlain said the government vessels 
should be kept in the service until other reasons for their with- 
drawal than those advanced by the American Steamship Owners’ 
Association should exist. He based his report on the convic- 
tion that the operation of the government ships was necessary 
because private lines would not give guarantees that the same 
service would be maintained after withdrawal as before. 


LONGSHOREMEN NEGOTIATIONS 


The Trafic World Washington Bureau 


J. C. Jenkins, Director of Industrial Relations of the Ship- 
ping Board, gave out the following statement concerning the 
recent negotiations between steamship employers and the long- 
shoremen at the principal United States ports covering longshore 
wages and conditions for the year beginning October 1, 1922: 


Joint meetings between the local steamship interests, including the 
Shipping Board, and the longshoremen’s unions, were held in all the 
principal ports, notably New York, Boston, Baltimore and New 
Orleans, during the months of September and October, resulting in 
working agreements for a period of one year. 

While the longshoremen in each port asked for an increase in 
wages above the existing base hourly rate of 65c, agreements were 
finally signed on the basis of the old wage, with no material changes 
in working conditions. The spirit of co-operation and mutual help- 
fulness on the part of the employer and employe which existed to a 
marked degree, was very encouraging, and speaks for collective bar- 
gaining where conservative labor organizations are involved and there 
is a desire on both sides for amicable adjustment and fair dealing. 

With the exception of Philadelphia, where the I. W. W. longshore 
organization made a demand for shorter working hours and increased 
wages, strikes were avoided. Recent investigation discloses that pro- 
duction has materially improved in most all ports within the past 
year, which is reflected in saving in the cost of stevedoring vessels. 


RIVERS AND HARBORS CONGRESS 


The Trafic World Washington Bureau 


The official call has been issued for the eighteenth conven- 
tion of the National Rivers and Harbors Congress, to be held 
in Washington, on Wednesday and Thursday, December 6 and 7. 
This will be the second convention of the Congress in 1922, the 
seventeenth, which would regularly have been held in December, 
1921, having been postponed until March of this year because 
of the Conference on the Limitation of Armament. The Wom- 
an’s National Rivers and Harbors Congress will hold its fifteenth 
convention at the same time and place. 

The annual banquet will he held the evening of the second 
day, Thursday, December 7. 

One of the liveliest discussions at the coming convention 
is expected to center around the question whether or not water 
competition justifies a violation of the long-and-short-haul clause 
of the interstate commerce act. Before the interstate commerce 
law was passed, the railroads reduced the rates to waterway 
points to any extent that was necessary to destroy water com- 
petition, recouping themselves for the losses so incurred by 
charging higher rates to intermediate points and much higher 
rates to inland points equally distant but not intermediate, ad- 
vocates of water transportation charge. 

Feeling on this subject is said to be acute in the inter- 
mountain region, the people of which claim their interests are 
suffering from a discrimination that is unjust and ought to be 
made unlawful. For a long time the freight rate from New 
York to Salt Lake City, for instance, was made up of the through 
rate from New York to San Francisco plus the local rate from 
San Francisco back to Salt Lake City. 

The cities situated on waterways insist that they are en- 
titled to the benefits due to their location, including lower 
freight rates, than inland points, and the railroads declare that 
inland points are entitled, not to the same rates as waterway 
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points, but to rates that are reasonable for the service ren- 
dered; that if they are not allowed to make competing rates 
to waterway points all the traffic would go by boat instead 
of by rail and that this would cause such a loss of railway 
revenues that, in order to avoid bankruptcy, they would have 
to charge to inland points rates that would be much higher 
than those they now Day. 

The Intermediate Rate Association has agreed to furnish 
a speaker to state its views and it is expected a speaker from 
some city on the Pacific coast will present the other side of 
the question, after which it will be thrown open for discussion 
by the delegates to the convention. 


SOUTH ATLANTIC PORTS’ COMMERCE 


Savannah showed in the fiscal year ending June 30, 1922, 
the largest clearances of export cargoes and Charleston the 
greatest entrances of import cargoes of all inbound and outbound 
shipping of the South Atlantic Coast District, according to an 
analysis by the transportation division of the Department of 
Commerce. 

During the year ended June 30, 1922, 386 vessels of 2,210,046 
deadweight tons entered the South Atlantic District, carrying 
817,793 long tons of cargo, and 477 vessels of 2,961,585 cleared, 
carrying 1,311,663 long tons. Distribution of this trade by ports 
is shown in the following table: 


IMPORTS. 
Entrances 
Number in dead- Cargo in 
__ Ports. of vessels. weight tons. long tons. 
EO aR I Lee, 96 20; 213,277 
eee ee ee ee 119 845,550 261,114 
JACKBONVING 2.0 .cccccccscccccsccccs 93 549,908 246,027 
BrunSwick ......sssecccccccceccces 15 102,543 28,438 
Te I 8 So We cies GbS GM: s-c:0:00eores 12 89,532 47,525 
Fernandina .......cccsscccccescccs 1 7,200 lg cee 
SSC as eer er 50 91,110 21,412 
PD. saidienbinadosincsiacerasdngecpibreelaiene 386 2,210,046 817,793 
EXPORTS. 
Clearances 

Number in dead- Cargo in 
Ports. of vessels. weight tons. long tons. 

ER ee eee Pe 185 1,259,231 3 
Charleston sl aia eats easlgia celal abe ececgiesaca 120 854,157 346,416 
PRCREOTVING SosiccecstwsieeslsiecteWs 75 430,210 140,946 
BIPUNBWACK. occccicincseueessamevicsian's 24 191,909 82,987 
IE a ic vivaie-aipeiniwromniesice ides 13 92,379 55,758 
MIE” <- oc Gowc-cie velco csSaseés « 4 29,783 24,373 
MOE CHEM. OOO 0.6 v0. 5c Cede cele cccseens 1 1,386 926 
PEE eecara wa oid ale'G Hone ddan aalelaeiqraeiod 55 102,530 359 
POUL, Ses ininndaucialnncsieievereeees 477 2,961,585 1,311,663 


In this table the amount of cargo on board at entrance and 
clearance does not reflect the amount of cargo loaded or dis- 
charged, but indicates that the port in question was the first 
port of entrance or last port of clearance of the vessels engaged 
in ‘foreign trade. 

American vessels comprised 69 per cent of the number and 
68 per cent of the tonnage entering the district, and 58 per cent 
of the number and tonnage clearing. 

The principal commodities of import carried by American 
and foreign flags are shown in the following table: 


IMPORTS (IN LONG TONS). 


Commodity. 


Foreign. American. 
NN ociih ccs val a dcasth'asigh Wik Biarerbi Whi. #i geben Bieta aN 121,114 10,3 
WOCrOrets (CCTUGE) ii edies eect lisee eee cceees 28,000 338,231 
Potash ..ccccccccccccccccccccccccccccccccceces 2,901 36,398 
ee ee ee ee ee te ee 21,053 37,414 
ee eee 19,121 32,688 
CREE, TUE 6 66:0 0805ss ce estes se ekaweetoses - 25,862 48,411 


The exports from the district amounted to 920,225 tons, or 
about 2% per cent of the total water-borne exports of the coun- 
try, excluding Great Lakes traffic. The principal items of export 
from the district were as follows: 


EXPORTS (IN LONG TONS). 





Commodity. 


Foreign. American. 
CE I oo ceca cade ob ctib edn deca teweces 114,563 129,600 
CEO IRA 55806 608 HATE EE IED EVE 124,423 77,215 
MINI 63. sain nierataresaioiaaisituas eiaotaceue een 67,888 57,346 
PNET MENDED chile nsnnincerrotaeeteovclcMencwbe 56,192 43,179 
DINE f cncclinaascaivene dietede o0o0 Neekberdses 136 23,940 
E@COICU GME PIOGUCES 2... cccccscccccccocees 100 = ww wees 
Sugar (refined) 21,728 9 
Iron and steel (manufacturing)... 13,707 3,810 
Other exports 90,048 49,113 





American vessels carried not quite 42 per cent of the total 
exports from the district. 


SERVICE TO MANILA 


W. J. Love, vice-president and general manager of the Emerg: 
ency Fleet Corporation, announced October 28 that the Shippins 
Board would give Manila a direct service from North Atlantic 
~ reas with the sailing of the William Penn, November 
10, 1922. 


“This service will be under the managing agency of the Bar 
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DALLAS, TEXAS 4) New York-Baltimore- San Francisco 


VIA PANAMA CAN 
Distribution and Warehousing 















PASSENGER AND FREIGHT ‘SERVICE 
Calling at Manzanillo, San Jose de Guatemala, La Libertad, Corinto, Canal Zone, 
Havana, Baltimore, Norfolk, New York, and Philadelphia 


e WESTBOUND = EASTBOUND SAILINGS 
alti- Phila- San Los 
e er te orwar mpahy By: 4 bey more delpia Norfolk Francisco Angeles 







RA fA hehd) odode SANTA PAULA Nov. 20 Nov. 22 


seeee 


Package Cars to Mexico 










SANTA 


COLOMBIA,... Dec.30 Dec.21 ...... ...+.. SANTA MALTA, Jan. 6 Jan. 8 
Package cars are ae daily out of Dallas to Laredo for Thereafter every 10 days ooperee. Thereafter every 10 days 
Mexican points. Goods consigned in our care will reach this car. CS Hoge Building Norfolk . . . . Southgate Fwd. & Stg. 
Baltimore . —— Building Cleveland . - 613 Engineers Bldg. 
We Specialize on Distribution and Storage a: sos Contry ‘ig 
of M erchandise of All Kinds Between San Francisce, Les Angeles, Mexico, Cen America and Canal Zone 


OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 


S.S. NEWPORT coils from San Francisco Nov. 28 
nd Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover , Se New ber 508 California St., San Francisco 
So. Spi ., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Hongkong and Manila 


Passenger and —— Sailings by New and Luxurious U. S. 
Shipping Board Liners 


S.S. President Taft . . . . . Sails Nov. 16 
S.S. President Lincoln . . . . sails Nov. 29 
S.S. President Pierce . . . . . Sails Dec. 14° 
S.S. President Cleveland . . . . sails Dec. 28 


and every 14 days thereafter 






















INLAND MARINE CORPORATION 


Provides 


Low All-Water Freight Rates 
The New York State Barge Canal Route 


New York Harbor Points 


Buffalo, N. Y. Detroit, Mich. Milwaukee, Wis. 
Cleveland, Ohio Duluth, Minn. St. Paul, Minn. 
Chicago, III. Minneapolis, Minn. St. Louis, Mo. 
and 
Points in the Same Rate Territories 


a OFFICES 
NEW YORK CITY, 1 oore St. . Green 3516-9 
BUFFALO, N. Y., 522 Frilicect - Seneca 8203 
MINNEAPOLIS, 20 Builders’ E Tel- Atlantic 0596 





Through bills of lading issued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or to 
PACIFIC MAIL STEAMSHIP CoO. 
508 California St., San Francisco 10 Hanover Square, New York 
603 So. Spring St., Alexandria Hotel, Los Angeles 


Managing Agents: U. S. SHIPPING BOARD 








Pacific—Caribbean— 


Gulf Line 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 
MOBILE 


AND 
San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 





)) Dollar Line 


Express Freight Steamers 
Monthly 



















Atlantic-Oriental Service 


Boston, New York and Norfolk to Yokohama, Kobe, 
Shanghai, Hongkong, Manila and Singapore 


Atlantic-Pacific Coast Service 


New York and Baltimore to Los Angeles (Wilmington), 
San Francisco, Seattle and Vancouver, B. C. 


Mediterranean-Atlantic & 


Pacific Service 


Genoa and Marseilles to New York, Boston, Los 
Angeles (Wilmington) and San Francisco 


For rates, sailings and other information apply to 


Dollar Steamship Line 


BALTIMORE—Continental Building NORFOLK—128 West 


FROM NEW ORLEANS 


First Half November 
Middle November 
Late November 
Sailings Every Ten Days Thereafter. 


Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINE, Incorporated 


GENERAL GULF AGENTS 


Bute Street 630 Common St., New Orleans, La. 
BOSTON—111 Summer Street PHILADELPHIA—108 Se. Fourth St. . . 
CHICAGO_-513 Harris Trust Buildin SAN FRANCISCO—Robert Della Bldg. Steele Bldg. SWAYNE & HOYT, Inc. 19 Moore St. 
LOS ANG Pacific Electric Buil TTLE—L. C. Smith Buildin lveston, Texas 430 Sansome St. New York City 
NEW YORK—15 Moore Street VANCOUVER—402 Pender Street West 


San Francisco, Calif. 
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ber Steamship Company, which operates for the Shipping Board 
in the North Atlantic to the Far East trade,” said Mr. Love. 

“At first this new service will consist of a sailing every sixty 
days direct to Manila, but this will be increased as soon as cargo 
offerings warrant. 

“Business with the Philippines has shown a marked develop- 
ment during recent months, and it is felt that a direct service 
will further assist our merchants in trading with the Philippines.” 


BELGIAN FLEET SHOWS GROWTH 


Although Belgium was occupied by Germany throughout the 
war, the Belgian flag was as resolutely kept afloat by Belgian 
merchant ships on the high seas as it was defended on the strip 
of unconquered Belgian territory based on Ypres, says Acting 
Commercial Attache Cross, Brussels, in a report to the trans- 
portation division of the Department of Commerce. Belgium lost 
by submarine warfare 104,000 gross tons, a third of her shipping. 
This and other maritime war losses were made good by the 
award as reparations of 38 former German ships of 110,000 gross 
tons. The number and tonnage of Belgian merchant ships in 
1906, in 1914, and in 1922, according to Lloyd’s Register (steam 
in gross tons, sail in net tons), compare as follows: 


Total Steel Steamers All Others 
No. Tons No. Tons No. Tons 
1906 122 172,071 120 169,964 2 2,107 
1914 182 352,124 175 341,025 9 11,099 
1922 275 579,477 263 564,054 12 15,423 


Belgian ocean mails are now carried at international postal 
union rates and by the ships offering the promptest dispatch, the 
exception being the Belgian Congo line, which carries all the 
colonial mail. Mail for the West Coast of South America is 
sent via London or La Rochelle-La Pallice by British or French 
steamers. The mail for the American continents generally is 
sent by the government railroad and the government Channel 
Line ferries from Ostend to Dover, and turned over to the British 
post office, which dispatches it from Southampton or Liverpool, 
but since March, 1920, a convention with the Red Star Line per- 
mits direct shipments to the United States from Antwerp. 


A considerable number of the special railway tariffs on 
specific export commodities which existed before the war have 
not been renewed since. Reduced rates for export shipments 
from factory to seaboard exist, however, for metallurgical prod- 
ucts shipped from Belgian producing plants to Brussels, Antwerp, 
Louvain, Termonde, Ghent, Bruges, Ostend, Nieuport (basin) 
and Zeebrugge. These rates are not applicable to exported metal 
products if they are to be reshipped from Belgian ports by 
coastal or interior shipping for export from a non-Belgian port. 
They are also not applicable to metal products requiring further 
transformation before shipment abroad or to foreign products 


reshipped through the internal Belgian stations from which these. 


reduced rates are effective. 

A similar tariff exists for export shipments of cement and 
lime to the ports mentioned, while a special Belgium-Alsace- 
Lorraine tariff is also in effect. Special rates are allowed on 
transit traffic entering by a port or leaving by a land frontier 
station and vice versa. Since the life of Antwerp as a port is 
dependent on transit traffic from Rhineland, northern Frante 
and Alsace-Lorraine, the granting of preferential rates on ship- 
ments to and from these localities is a recognized Belgian trans- 
portation policy. It should be remarked, however, that no prefer- 
ential rail rates are given for shipment in Belgian bottoms. 

Direct government support has been given since 1916 to 
the Lloyd Royal Belge, founded in that year. The Belgium gov- 
ernment guarantees amortization and interest on the bonds of 
this company, whose capital is 50,000,000 francs, up to a maxi- 
mum bond issue of twice the capital stock. The management 
and stockholders of the line must be Belgian and construction 
and provisioning must be done in Belgium as far as possible. 
The government has large control over the activities of the line 
and may dictate the routes on which two-thirds of its tonnage 
must run. 


The Lloyd Royal Belge had only four ships at the time of 
the Armistice. Thereafter it purchased a number of vessels in 
England and twenty-two from American interests. It now has 
about forty vessels tied up, of which two-thirds are said to be in 
poor condition. 

It is generally conceded, says Mr. Cross, that the foundation 
of the Lloyd Royal Belge was not sufficiently weighed before- 
hand, especially as such an enterprise was bound to compete 
directly with the minor Belgian lines already existing and should, 
with better results, have co-operated with the latter. Some 
further official encouragement to private maritime enterprise is 
to be expected, as it is the Belgian aim to carry at least forty 
per cent of the traffic touching Belgian ports. The current view 


is that the Belgian merchant marine should be entirely free from | 
direct state intervention and evolve progressively without arti-: 


ficial stimulus. The use of indirect aids, such as reduced interior 


rail tariffs for merchandise exported by Belgian ships, is gen-, 


erally favored. Some form of tax exemption is urged, including 
freedom from or reimbursement of harbor and light dues, and 
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exemption for war profits tax and transfer taxes, provided that 
proceeds of sales are used for the purchase of new units. Prefer. 
ence to native lines in assignment of wharf, dock and quay space 
is also advocated. Traffic with Kongo will in time probably be 
limited to Belgian vessels, though the only real advantage of 
such a measure would lie in its use for bargaining with foreign 
nations for other maritime privileges. 





MEXICAN RAILWAY CONDITIONS 


Acting Trade Commissioner Bushnell in a cable to the De- 
partment of Commerce has reported that railroad transporta- 
tion in Mexico is steadily improving. It is reported, however. the 
cable said, that revenues are not keeping pace with expenditures, 
Plans for the return of the roads to private ownership, under the 
De la Huerta-Lamont agreement, are being formulated and it 
is expected the transfer can be made in a few months, Mr. Bush- 
nell said. The contract for electrifying a portion of the Mexican 
Railway, Limited (30 miles), has been awarded to an American 
corporation and the work will start shortly. This railroad runs 
between Mexico City and the port of Vera Cruz. 


PARCEL POST AGREEMENT 


The Post Office Department has received notice of the rati- 
fication of the Pan-American Principal Convention and the Pan- 
American Parcel Post Convention by Brazil. This republic is the 
fifth nation of those represented at the negotiations for the con- 
vention held at Buenos Aires in September, 1921, to ratify the 
postal treaty. The other nations which have approved it are 
United States, Mexico, El Salvador and Uruguay. 

The weight limit of 22 pounds for parcel post and the 2 
cent letter rate and 1 cent for post cards between United States 
and Brazil as adopted by the convention were already in use, but 
new regulations were adopted with regard to the postal rates on 
commercial papers and printed matter as follows: Commercial 
papers, 5 cents for the first 10 ounces or less, and 1 cent for each 
additional 2 ounces or fraction of 2 ounces; maximum weight 
limit, 8 pounds 12 ounces; newspapers and periodicals entered 
with the Post Office Department as second class matter when 
mailed by the public generally, 1 cent for each 4 ounces or frac- 
tion of 4 ounces. All other printed matter: 1 cent for each 2 
ounces or fraction of 2 ounces. The maximum weight limit is 8 
pounds and 12 ounces. 


NEW LINE TO SOUTH AMERICA 


A fast passenger and freight service between United States 
Pacific Coast ports and east coast ports of South America, via 
the Pamana Canal and Porto Rico, is to be inaugurated by 
Swayne and Hoyt of San Francisco, operating Shipping Board 
vessels, according to information received by the transportation 
division of the Department of Commerce. In addition to three 
cargo boats now allocated to them, they will operate the “Presi- 
dent Hayes,” the “President Harrison” and the “Susquehanna,” 
all over 10,000 gross tons. 

é Seattle, Portland, San Francisco, Panama Canal ports, Porto 
Rico, Rio de Janeiro, Montevideo and Buenos Aires will be served 
on the south and eastbound voyage, and other east coast ports 
of South America will be touched for coffee on the return. 

Passengers and freight from the United States and the Far 
East destined for the west coat of South America may make con- 
nections with American vessels at the Panama Canal. Passen- 
gers and cargo from the east coast of South America and the 
West Indies may connect in United States Pacific Coast ports 
with American vessels bound for the Far East. 

The first sailing is scheduled for some time in November, 
and tri-weekly sailings in each direction are planned thereafter. 





ALLOCATION OF SHIPS 


The United States Shipping Board Emergency Fleet Cor- 
poration has announced the following assignments: 


ALLOCATION LIST 462—OCTOBER 30, 1922. 


Steamer Corson, 7825 D. W. T., assigned to Export Steamship Cor- 
poration, New York, for their New York-New Lecdion-MModiterranest- 
Levant cargo service. 


BOSTON & MAINE MATURITIES 


Application has been made to the Commission by the Bos- 
ton & Maine for permission to issue $4,000,000 of 6 per cent 
mortgage bonds and sell them at 87.89 per cent of par to pro 
vide funds to purchase, pay, retire and refund $2,000,000 35 
per cent bonds of the Boston & Maine maturing January 1, 
1923; $969,000 of 3.5 per cent bonds of the Connecticut River 
Railroad Company falling due at the same time; $250,000 of 
3.5 per cent Boston & Lowell Railroad Corporation bonds hav 
ing the same maturity date and $772,000 of 3.5 per cent bonds 
of the Vermont & Massachusetts Railroad, making a total of 
$3,991,000 maturing obligations to be taken up January 1, 1923, 
with the proceeds of the proposed issue. 
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NAWSCO LINES 


recuur INTERCOASTAL 


PORTLAND 
BOSTON 
PHILADELPHIA 


and 


FREIGHT 
SERVICE 


NEW YORK 
BALTIMORE 


LOS ANGELES 
SAN DIEGO 

SAN FRANCISCO 
OAKLAND 


PORTLAND 
ASTORIA 
SEATTLE 
TACOMA 
VANCOUVER 


NORTH ATLANTIC AND WESTERN S.S. CO. 


Owners and Operators, U. S. Shipping Board Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 Se.4thSt. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adame St. 


o ADMIRAL LINE Pacific Coast Ports 











hip by Water” 





ea ‘ 
PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


New York, ‘iene 


Norfolk, Philadelphia 


Thru bills of lading issued to 
San Diego, Oakland, Stockton, and Sacramento, Calif.; 
Hawaiian and Far East Points; Astoria, Ore.; Grays Harbor 
and Puget Sound Ports, Wash.; Vancouver and Victoria, B.C. 
For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP COo., Inc. 
core and Water Streets, New York Telephone, Bowling Green 7394 














Marshall Bidg. 
And at our Branch Offices at ports of call, ete. 
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Oregon Transfer Co. 


ESTABLISHED 1868 





The experience of over half a 
century in the Warehouse and 
Transfer business in Portland has 
taught us that satisfactory service 
makes satisfied customers. 







Let us show you how to re- 
duce your overhead and increase 
your profits. 






Four warehouses, 255,000 sq. 
ft. floor space, make it possible for 
us.to take care of your business 
in a creditable manner. 






No switching charge on C. 
L. shipments. 










Our Slogan: Satisfactory Service 
Makes Satisfied Customers 


Oregon Transfer Co. 


474 Glisan Street, Portland, Ore. 
Chicago Office: 123 West Madison Street 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


Cypee taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

Process Not Changed by Federai Control: 

(Supreme Court of Arkansas.) The Director-General of 
Railroads, served with process as agent in control of a connect- 
ing carrier doing business in Arkansas, is not in court as rep- 
resentative of the delivering carrier, a Texas corporation bear- 
ing the same name, the provisions of General Orders Nos. 18, 
18-a and 50, issued under the federal control act (U. S. Comp. 
St. 1918, U. S. Comp. St. Ann. Supp. 1919, sec. 311534,a, 3115%p), 
indicating that process must be served on the Director-General 
in the same way as formerly made against the corporation which 
he represents.—Farr vs. St. Louis Southwestern Ry. Co. et al., 
243 S. W. Rep. 800. 


Instruction as to Limitation of Liability Under Bill of Lading 
in Suit Against Connecting Carrier Held Proper: 


In an action by a shipper against a connecting carrier for 
damages from delay and neglect as to a shipment for which 
the shipper received from the initial carrier a bill of lading 
providing that, “except when the loss, damage, or injury com- 
plained of is due to delay or damage while being loaded or 
unloaded, or damage in transit by carelessness or negligence, 
as condition precedent to recovery, claims must be made in 
writing to the originating or delivering carrier within six 
months after delivery of the property, or, in case of failure to 
make delivery, then within six months after reasonable time 
for delivery has elapsed, and suit for loss, damage or delay 
shall be instituted within two years and one day after delivery 
of the property, or, in case of a failure to make delivery, then, 
within two years and one day after a reasonable time for deliv- 
ery has elapsed,” and instruction that the initial carrier is ex- 
empted from liability unless suit was brought within two years 
and a day was proper, since the exception in the bill as to 
damage to property in transit applies only to the notice in writ- 
ing of the claim required to be given to the originating or 
delivering carrier, and does not relate to the time in which suit 
must be commenced.—Ibid. 


Not Liable for Special Damages, in Absence of Notice: 

(Supreme Court of North Carolina.) Where carrier’s failure 
to transport and deliver some chains caused consignee to pay 
additional amounts on a logging contract, but it did not appear 
that carrier knew or should have known of the purpose for 
which the chains were shipped, carrier was not liable for this 
a vs. Norfolk Southern R. Co., 113 S. E. Rep. 
04, 


Arbitrary Valuation Placed on Package by Agents of Shipper and 
Carrier, Neither 0f Whom Knew Value, Held Not to Defeat 
Full Recovery: 


(Supreme Court of Georgia.) Where an agent of a shipper 
presented package to the agent of an express company for intra- 
state shipment, and neither agent knew the contents or the 
value of the package offered, and the shipper’s agent was in- 
formed by the agent of the carrier that the latter must know 
the value of the contents of the package before it would under- 
take its transportation, and where the agent of the express 
company suggested orally a valuation of $50, whereupon the 
shipper’s agent replied that that amount would be “a sufficient 
valuation,” and signed a written express receipt in which $50 
was inserted as the shipper’s declared value of the package, 
and the express company bases its transportation rate on such 
valuation, and where the package was lost or destroyed in the 
course of transportation, and the shipper brought suit to recover 
the true value of the contents of the package, which was alleged 
to be $638, held that the valuation placed upon the package by 
the two agents was an arbitrary valuation, and the shipper 
would be entitled to recover the real value of the package 
proved on the trial of the case. So. Express Co. vs. Hanaw, 
134 Ga. 445, 67 S. E. 944, 187 Am. St. Rep. 227; Adams Ex. Co. 
vs. Mellichamp, 138 Ga. 443, 75 S. E. 596, Ann. Cas. 1913D, 976; 
Georgia, etc., R. Co. vs. Johnson, 121 Ga. 231, 48 S. E. 807; Cen- 
tral, etc., Ry. Co. vs. Hall, 124 Ga. 322, 52 S. E. 679, 4 L. R. A. 
(N. S.) 898, 110 Am. St. Rep. 170, 4 Ann. Cas. 128.—American 
Ry. Express Co. vs. Bailey, 113 S. E. Rep. 551. 

No Error Committed by Court of Appeals: 


Under the record in this case the Court of Appeals did not 
err in reversing the judgment of the trial court, which directed 
a verdict for the plaintiff in error in the sum of $50, the amount 
stated in the express receipt, and in holding that the arbitrary 
valuation agreed upon between the agent of the shipper and 
agent of the carricr cannot be held held as a matter of law to 
be a bona fide effort between the carrier and the shipper to fix 
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the value of the package. The judgment of the Court of Appeals 
is therefore affirmed.—Ibid. 


CARRIAGE OF LIVE STOCK 
Evidence as to Weight and Market Value of Cows Dying in 

Transit Held Insufficient: 

(Supreme Court of South Carolina.) In an action for the 
death of several cows while in transit, evidence as to the weight 
and market value of the cows held insufficient to go to the jury. 
—Smith vs. Southern Ry. Co. et al., 113 S. E. Rep. 465. 
Information Withheld Is Presumed to Be Detrimental to Party 

Having Power to Produce: 

Information as to the weight and market value of cattle 
which died in transit was necessarily in the power of plaintiff 
shipper to furnish, and where it was withheld it will be pre- 
sumed to have been detrimental.—Ibid. 

Whether Loss of Cows Was Due to Dipping Process Before 

Being Loaded Held for the Jury: 

In an action for the death of several cows while in transit, 
whether the loss of the cows was due to the cows being dipped 
in a solution of arsenic before being loaded in the cars held for 
the jury.—Ibid. 

Liability of Connecting Carrier Held for the Jury: 

While the usual presumption does not apply to an inter. 
mediate carrier, and also, when goods are received by a Carrier 
in an acknowledged damaged condition, the presumption does 
not attach, yet where cattle died while in the custody of a 
connecting carrier, there was a presumption of injury while in 
the custody of the carrier, sufficient to put that line to an ex: 
planation of the circumstances, and require the submission of 
the issue to the jury.—lIbid. 


LUMBER PRODUCTION EXPANDING 


The lumber mills of the country whose statistics of produc- 
tion, shipments and orders are summarized weekly by the Na- 
tional Lumber Manufacturers’ Association, reported the high 
mark of production for the year in the week ending October 21. 
Due chiefly to the West Coast Lumbermen’s Association’s in- 


creased production, the reported lumber output for all associa- ~ 


tions went up to 255,631,879. 


This was the product of 417 mills, the largest number report- 
ing so far this year and a net gain of twenty over the preceding 
week, while the volume of production gained a little more than 
5,000,000 feet. Shipments, too, showed a small gain of about 
9,000,000 feet, though still disquietingly low, but orders were vir- 
tually stationary. a. 


Interior mills generally report further declines in shipments, 
the net gain being due chiefly to mills tributary to marine trans- 
portations. Altogether production last week exceeded shipments 
by 61,000,000 feet and exceeded orders by 60,000,000 feet. Both 
shipments and orders are far below those of this time! last year, 
while production is nearly a half larger. 


All the reporting mills of eight regional associations when 
totaled give thefr shipments as 76 per cent and their orders as 
73 per cent of production. The 381 mills of five associations, with 
an established normal production for the week of 241,800,946, 
show an actual production of 235,903,593, or 98 per cent of normal, 
and their shipments were 74 per cent and orders 72 per cent of 
normal. Generally speaking, the disparity between shipments 
and orders on the one hand and production on the other reflects 
the effects of limited transportation facilities rather than re- 
ceding business activity. Production is being forced in response 
to potential lumber requirements, while shipments and orders 
decline in consequence of car shortage. The following figures 
summarize the lumber movement for the last two weeks and 
the week of 1921 corresponding to the past week: 


Same Week Pre- 
Last Week Last Year ceding Week 
Production ........seseeeeees 255,631,879 183,940,316 250,269,974 
SIBARENE, | 05 bi tod. co cdeceve 194,684,485 212,143,583 185,904,789 
DEE Gcibceniavareuincencee 186,070,409 209,564,025 185,917,445 


For the first 42 weeks of the year the lumber movement fig- 
ures of all eight associations show enormous advances over the 
same weeks of 1921, as follows: 


Production Shipments Orders 
GE vicinctativdendinwdasadl 9,145,493,096  8,719,030,027 9, 297,983,023 
 ERRRRRR TOR a pte CESS 6,552,732,558 6,585,990,373 6,845,610,257 
Eee Tee SN 
1922 Increase ..........scee0. 2,592,760,538 2,133,039,654  2,452,372,776 


CHICAGO GREAT WESTERN NOTES 


The Chicago Great Western has applied to the Commission 
to issue 40 notes dated October 5, 1922, maturing quarterly, from 
June 15, 1923, to March 15, 1983, aggregating $906,573, with 
interest at the rate of 5% per cent per annum. The notes to 
be issued under this application are to be used in paying for 
500 box cars to cost $925,000, to be bought from the Pullman 
company, which is to take the notes at par. The cars are to 
be wood with steel center sills with 40 tons capacity. 
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EVERY SIE 


From Start to Finish 


In Both Freight Rate and 
Classification Change 


Is Now Promptly Told of 
in 


The Traffic Bulletin 


The Information Regularly Carried in This 

Publication Includes the Following: 
1—Released Rate Orders 

2—Fourth Section Applications 

38—Fourth Section Orders 

4—Sixth Section Orders 

5—Investigation and Suspension Orders 
6—Suspension Orders Vacated 
. T—New Tariffs and Supplements Filed with the I. C.C, 
8—Tariffs Rejected by the I. C. C. 

9—-Express Tariffs Filed with the I. C. C. 
10—Shipping Board Tariffs 

11—Central Freight Association Docket 
12—Central Freight Association Hearings 

13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 
15—National Perishable Freight Committee Docket 
16—New England Freight Association Docket 
17—New England Freight Association Hearings 
18—Southern Rate Committee Docket 

19—Southern Rate Committee Dispositions 
20—Southwestern Freight Bureau Docket 
21—Southwestern Freight Bureau Hearings 
22—Texas Tariff Bureau Docket 

23—Texas Tariff Bureau Hearings 

24—Trunk Line Association Docket 

25—Trunk Line Association Hearings 

26—Trunk Line Coal and Coke Docket 

27—Trunk Line Coal and Coke Hearings 
28—Western Trunk Line Docket 

29—Western Trunk Line Hearings 

30—Western Trunk Line Dispositions 
31—Transcontinental Freight Bureau Docket 
32—Transcontinental Freight Bureau Dispositions 
33—Southern Ports Foreign Freight Docket 
34—Consolidated Classification Docket 

35—National Diversion and Reconsignment Dockets 
36—Embargo Notices, Modifications and Cancellations 
37—Steamship Sailings 

38—Express Classification Docket 

39—Address of Roads Filing First Tariff with I. C. C. 
40—Adoption Notices 
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One to six days sa ved in deliveries 
fo Southwestern lerritory 


ADAMS TRANSFER&STORAGE @ 


228-36 WEST FOURTH STREET 


MERCHANDISE STORAGE & FORWARDING 


SUPERIOR STORAGE 


For Foreign and 
Domestic Merchandise 


AT NEW ORLEANS, LA. 


The ever increasing car shortage should be an added inducement 
for shippers to take advantage of Warehouse facilities located advan- 
tageously to the various rail and water carriers serving New Orleans 
so that Export and/or Domestic orders for surrounding territory can 
be filled immediately from stocks on hand. 


The location of our Warehouse is ideal for this purpose, and also 
for the distribution of POOL CARS. This latter arrangement permits 


shippers to combine a number of less-than-carload shipments, consigning 
cars to the INDEPENDENT WAREHOUSE COMPANY, obtaining the 
benefit of the carload rate and at the same time facilitate delivery of 
orders, materially decrease pilferage, breakage or damage, and resultant 


claims, thereby retaining a satisfied customer. 


; For performing this 
service our charges are nominal. 


Cars are unloaded from tracks alongside Warehouse, contents 
checked and segregated on the GROUND FLOOR under cover and 
protected from the elements, for ultimate delivery to consignee or 
on-carrying lines. 


Operated in conjunction with the DENNIS SHEEN TRANSFER, 
INC. (the oldest and most reliable Transfer Company South), we are 
enabled to handle merchandise to and from Warehouse expeditiously 
and at minimum cost. 


Rates and other information gladly furnished upon application. 


INDEPENDENT WAREHOUSE COMPANY 


Incorporated 


Cc. A. TORRENCE, Manager New Orleans, Louisiana 
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Questions and Answers 


In this department will be answered questions of both legal and 


practical nature that confront s dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions rela to practical traffic 

blems. We do not desire to take the place of traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 


private service by the payment of a reasonable fee. The right is re- 

served to refuse to answer in this department any question, legal or 

traffic, that it may appear to us unwise to answer or that involves a 

situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 

ain Traffic Service Corporation, Colorado Building, Washington, D. C 


en) 


Routing—All-Rail vs. Rail-and-Water—Shipper Must Specify Class 
of Routing 


Wisconsin.—Question: Will you let us have your opinion 
and ruling on a shipment moving from Lawrence, Mass., to St. 
Paul, Minn., delivered to Boston & Maine Railroad, with no rout- 
ing shown on the bill of lading? Carrier handled shipment all- 
rail, although there is a cheaper route via rail-lake-and-rail. In 
order to obtain this cheaper rate must consignor so state on bill 
of lading that he wishes shipment to move via rail, lake and rail? 

Answer: In docket 12805, Schuhle’s Pure Grape Juice Co., 
Inc., vs. Director-General, 68 I. C. C. 475, the Commission held 
that if a shipper desires his shipment to move via a water-and- 
rail route that is cheaper than the all-rail route, he must, in 
delivering it to an initial carrier, specify such routing, other- 


wise it is understood that the shipment is to move via an all-rail 
route. 


Rates and Regulations Applicable to Transit Shipments 


Maryland.—Question: I have a case where a carload ship- 
ment of grain originated at a country station in Kansas, July 27, 
1918, billed to Omaha, Neb., and transited. On September 1, 
1918, this same grain, or its equivalent, was reshipped to Chi- 
cago, Ill., where it was again transited. On July 1, 1921, the 
grain was billed to Akron, O., where it was milled, and later, De- 
cember 1, 1921, shipped to points east. 

The transit tariffs permit from six to twelve months for 
reshipping of the grain and products from each of the points I 
have mentioned above. The transit tariff at Akron, O., provides 
for the application of through rates or proportional rates from 
Chicago, Ill., to final destination in effect date of country origin. 

Will you kindly advise, if the transit charges, or milling-in- 
transit charges, as provided in these tariffs are to be applied 
date the service was rendered, or are we to use the transit tariff 
that was in effect date shipment first originated—say, in this 
case, July 27, 1918? 

Answer: The provisions of the tariff in effect at the time 
the shipment leaves point of origin govern in the determination 
of the rates and regulations to be applied on a shipment re- 
ceiving transit. See Isbell-Brown Co. vs. Grand Trunk Western 
Ry. Co. et al., Unreported Opinion No. A-908; In re Milling-in- 
Transit Rates, 17 I. C. C. 113. 


Non-Agency Stations—Liability of Carrier for Loss of Goods, 
Delivery at 


New Jersey.—Question: On January 16, 1922, our Los An- 
geles branch made a shipment to Lynwood, Cal, consisting of 
four bales of tires and one carton of tubes. When the shipment 
arrived at destination it was short one bale of tires. 

Claim was immediately filed against the Pacific Electric 
Railway Company, Los Angeles. They decline to entertain the 
claim, stating that the shipment in question went forward on 
their Los Angeles to Lynwood waybill No. 1116 of January 16, 
in car P. E. No. 2699, and that the entire shipment of five pieces 
was unloaded O. K. at Lynwood as billed and that right there 
their responsibility ended. 

We have been informed that Lynwood is a non-agency sta- 
tion, nevertheless the transportation company unloaded the con- 
signment at the said station, insisting that it was unloaded at 
owner’s risk. We do not believe that the consignee was noti- 
fied of the arrival of the shipment and the transportation com- 
pany insists that their liability ceased, in view of section five, 
clause three, of the Uniform Bill of Lading, and section four, 
paragraph F, of bill of lading in use at the present time. 

We contend that they had no right to unload the goods at 
the non-agency station, even though it was billed there. They 
knew no agent was there and that it should have been delivered 
to the nearest agent station, he in turn to notify the consignee 
of its arrival and that from the date of the notice the trans- 
portation company’s liability ceased, but the consignee was never 
notified. The consignment was simply unloaded at Lynwood 
and, by chance, the consignee called there and obtained the 
goods, immediately discovering a shortage. We don’t believe 
that the transportation company hold a receipt covering the 
delivery of the shipment and we would like to have your opinion 
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as to whether the transportation company is justified in declin. 
ing the claim. 

Answer: A railroad company is not required by law to keep 
a warehouse or a depot at every station along its line, and may 
lawfully stipulate, either expressly or by implication, that it 
will assume no liability as warehouseman at a flag station where 
it has no depot nor agent, and that, when the goods have been 
delivered on a siding or placed on a platform, delivery will be 
considered complete and the carrier exonerated from any further 
responsibility. 

In the case of Y. & M. V. R. R. Co. vs. Nichols & Co., case No, 
216, October Term, 1920, decided June 1, 1921, the Supreme 
Court, in speaking of the liability of carriers for loss of goods 
delivered at non-agency stations, said: 


Less than carload freight awaiting shipment must ordinarily be 
left on the station platform to be picked up by passing train and 
lots arriving must be dropped on the platform to be called for by the 
consignee. At such stations the situation in respect to carload freight 
is not materially different. And this is true whether the car be loaded 
for shipment on the public siding or on a neighboring private siding, 
and whether the arriving loaded car be shunted onto a public siding or 
a private siding. There, carload, as well as,less than carload, freight, 
whether outgoing or incoming, must ordinarily be left unguarded for 
an appreciable time. It is not unreasonable that shippers at such 
stations should bear the risks naturally attendant upon the use. The 
reason why an agent is not appointed is that the traffic to and from 
the station would not justify the expense. The station is established 
for the convenience of shippers customarily using it. And the para- 
graph here in question was apparently designed to shift the risk 
from the carrier to shipper or consignee of both classes of freight, 
It does so in the case of less than carload —— by having the 
carrier’s liability begin when the goods are put on board cars and end 
when they are taken off. It does so in the case of carload freight by 
limiting the liability to the time when the car is attached to or 
detached from the train. But, at a station where there is a regularly 
appointed agent it would be obviously unreasonable to place upon the 
shipper, after a bill of lading has been issued, the risks attendant 
upon the loaded car remaining on the public siding because it has 
not yet been convenient for the carrier to start it on its journey. 


See also Tansett vs. Hines, 91 Sou. 788. 

Delay Caused by Strike—Liability of Carrier 

Missouri.—Question: On August 21 we shipped from point 
A on railroad B, two cars of flour on through export bills of 
— for Havana, Cuba, shipments routed through the port of 

Obile. 

On account of strike conditions which existed on said rail- 
road, these shipments were in transit for a period of thirty days, 
whereas, under normal conditions, the schedule time is about 
ten days. 

Because of the slow movement, consignees contended for a 
reduction in their draft to the extent of $600, because of the 
decline in the market, owing to the fact that our contract with 
them was for promp shipment, and we necessarily had to reduce 
our draft accordingly. 

What we are interested in knowing is to what extent the 
carrier is liable, taking into consideration present strike con- 
ditions. 

Answer: When a common carrier undertakes to convey 
goods, the law implies a contract that they shall be delivered 
at destination within a reasonable time, in the absence of aly 
special agreement as to the time of delivery, and if damage 
results from failure, without good excuse, to deliver the goods 
at their destination within a reasonable time, the carrier is 
liable for such damage. 

Where damages are sought to be recovered on the ground 
of delay in shipment, the delay must be the proximate cause of 
the loss or the injury complained of. 

Assuming that you were, under your contract of sale, legally 
bound to make a reduction in your sale price because of the 
delay in delivery of the shipment, the general rules set forth 
in the following statement will govern the liability of the cal 
rier: 

The decisions of the courts on the question as to whether 
a strike excuses a carrier for unreasonable delay in the tral’ 
portation of goods are not uniform. In certain cases it has beel 
held that if the cause of the delay was an organized strike and 
resistance, which neither the railroad nor the civil authorities, 
which were called upon, could control, the carrier is not liable 
for delay to freight, but if, on the other hand, the delay was 
caused because of the inability to secure promptly new met (0 
take the place of strikers, or by its retaining in its employ mél 
who wilfully refuse to do their full duty and make only a pre 
tense of performing the service for which they were employed, 
the company will not be excused for the delay. See Haas YS 
K. C., Ft. S. & G. R. Co., 7 S. E. 629; Sherman vs. Penn R. (0. 
21 F. Cas. No. 12769; P. F. W. & C. R. R. Co. vs. Hayes, 25 
Am. Rep. 422; P. & S. F. Ry. vs. Thompson, 235 S. W. 913, ané 
Cent. R. R. & Banking Co. vs. Ga. Fruit & Vegetable Exchané*, 
17 S. E. 904. 

Other cases hold that where a carrier, after a strike which 
is brought about through no fault of the employer, uses evel! 
reasonable effort to fill the places of the strikers, and eve! 
reasonable effort to obtain men and means to care for properly 
intrusted to it for shipment, exoneration from liability will f0 
low. See American Fruit Distributors of California vs. Hine 
203 Pa. 821, and Warren vs. Portland Terminal Co., 116 At. 41! 
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Rate and Minimum Weight on K. D. or S. U. Articles 

California—Question: On a carload of knocked down chairs, 
actual weight, 9,762 pounds, the carriers have assessed charges 
on a minimum of 14,000 pounds, provided in item 2, page 190, 
Consolidated Classification No. 2. 

It is our contention that charges should be assessed on the 
minimum of 10,000 pounds provided in item 16, page 189, of the 
classification, applying on set-up chairs. It is obviously unrea- 
sonable to assess higher charges on a shipment knocked down 
than on the same commodity when shipped set up, and there is 
no justice in penalizing a K. D. shipment. 

Can you cite any tariff provision or decision by the Com- 
mission to the effect that the rating on a K. D. article shall not 
exceed that provided for the same article when shipped set up? 

Answer: We know of no tariff provision so providing or 
opinion of the Commission holding that the rating on a K. D. 
article shall not exceed that provided for the same article when 
shipped set up. However, as a rule, the rate or rating on an 
article carrying a low minimum weight is higher than for that 
article when carrying a higher minimum, when the difference 
is the result of the manner in which the article is packed or 
otherwise, but in this instance there is no difference in the 
rating, which accounts for the higher charge on the article when 
K. D. when a quantity of the article weighing less than the 
minimum is delivered to the carrier for shipment. See Dahl- 
strom Metallic Door Co. vs. E. R. R. Co., 55 I. C. C. 402; I. and S. 
Docket 1341, Classification Ratings on Paint or Varnish Spray- 
ing Booths, 55 I. C. C. 402. 


Reparation—Orders of Commission Run Against All Defendants 

Florida.—Question: Please advise your opinion as to line 
responsible for straight overcharge on freight shipments re- 
ceived by carrier A and delivered to carrier B. Clairh filed with 
carrier B, who admits overcharge claimed, but declines to pay 
carrier A’s proportion of the overcharge on account of such 
carrier being in the hands of a receiver without funds to make 
settlement. 

Answer: In so far as the payment of reparation on account 
of the collection of an unreasonable rate is concerned, the Com- 
mission holds that awards of reparation are not dependent upon 
the solvency or insolvency of the carriers concerned and that 
its orders for reparation require payment of the sum due and 
run against all defendants. See United Paperboard Company 
Incorporated, vs. Southern Ry. Co., 62 I. C. C. 60. 

The Commission is now entering orders awarding repara- 
tion on account of the collection of an excess over the legal 
tariff rates (see Tutwiler & Brooks vs. Sou. Ry. Co., 68 I. C. C. 
311), and, while we do not know of a case covering the col- 
lection of an overcharge, we believe that the same rule would 
be applied to overcharges as is applied to awards of reparation 
where a rate found to have been unreasonable has been collected. 


Combination Rates—Rate Applicable When Tariff Containing 
Rules for Constructing Combination Rates Is Not Referred 
to in One of Tariffs Containing Factors of Combination. 
Tennessee.—Question: The rate on cotton from A to B is 

31% cents when destined to points beyond. The rate from B 
to C is 62 cents and these factors make up the through rate 
from A to C. The tariff containing the 31%4-cent rate is not 
subject to the provisions of Agent Kelly’s I. C. C. US-1, but the 
tariff containing the 62-cent rate is subject to the combination 
tariff. If the tariff naming the rate to the basing point was 
subject to the Kelly issue the through rate would be 75% cents 
instead of 93144 cents, and it appears that the rate carried in 
the tariff from the basing point should be subject to a reduction 
of 9 cents in constructing combination rates. 

Will you kindly advise if the Interstate Commerce Commis- 
sion has had occasion to make any ruling in connection with 
a proposition of this kind and, if so, reference to the case. If 
not, however, we would appreciate your opinion on the subject. 

Answer: In docket 11154, the Sligo Iron Store Co. vs. West- 
ern Maryland Ry. Co., 62 I. C. C. 643, affirmed in 73 I. C. C. 551, 
the Commission held that where one of the tariffs used in making 
combination rates on through shipments contains a rule that 
such rates will be subject to the increase but once, there is a 
holding out to the shipper of the rate so constructed, which that 
carrier should protect. This opinion has been followed in sev- 
eral other cases and the principle is apparently applicable to 
your situation. 

Refused Goods—Carrier Must Ask Shipper for Disposition Order 
Ohio.— Question: A shipment of sheet metal pans was re- 

fused by us, due to same being in a damaged condition. We 

notified shipper as to the condition of said pans and also sent 
him a copy of his original bill of lading covering the shipment. 

The local freight agent received notice from his freight claim 
department to return pans to original shipper. 

We are now in receipt of a letter from the freight claim de- 
partment asking for disposition of said pans. As we refused the 
shipment and the original shipper is still the owner of the pans, 
please advise if we are in any way responsible for the disposition 
of the pans. 

Answer: If title to the goods has not passed to you or if 
under the contract of sale you are entitled to refuse the ship- 
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ments because of damage in transit, your refusal of the goods 
imposes upon the shipper the duty to arrange for the disposi- 
tion of the goods. If, on the other hand, you Cannot, under 
the terms of the contract of sale, refuse the goods without in. 
curring liability to the seller for damages, you should accept 
the goods and file claim for damages against the carrier or 
advise the carrier as to what disposition should be made of the 
goods. 

In either event, however, it is no concern of the carrier 
as to whether or not you are justified in refusing the goods and 
upon beiug informed of your refusal of the goods it should seek 
disposition orders from the shipper, failing to receive which, it 
can dispose of the goods for freight charges in accordance with 
the usual statutory provisions governing the sale of refused 
or unclaimed goods. 

Rates—Restriction of Rule for Constructing Combination Rates 
to Combinations on Junctions via Which Traffic Can Be 
Handled 
Wisconsin.—Question: Kindly be referred to Supplement 13 


to W. J. Kelly’s Freight Tariff No. 228, page 3, note reading as 
follows: 


In constructing combination rates on the basis authorized in tariff, 
as amended, such combination shall be based only on junction points 
at which there are track facilities for interchanging traffic between 
the carriers via which the factors to and from the junction point apply, 


You will note that this rule has been in effect since Decem- 
ber 1, 1920, Supplement 8. We have recently been referred to 
this note by the railroad company in support of their due bills 
on several carloads of lumber on which charges had been as- 
sessed as follows: 341% cents to Milwaukee, Wis. Gilbert I. C. C. 
No. 115, Sup. L. 9 cents Milwaukee, Wis., to Oshkosh, Wis, 
G. F. D. No. 5600-F. Subject to Kelly’s No. 228 or 41% cents. 

Their contention is that Kelly’s tariff No. 228 will not apply 
on Milwaukee combination, as Pennsylvania System has no track 
facilities for interchange with delivering lines at Milwaukee, 
Will you kindly advise your interpretation of this note? 

Answer: As the Pennsylvania System does not serve Mil- 
waukee, Wis., the rate to that point, one of the factors of the 
combination, must, therefore, be a joint rate applicable in con- 
nection with a line which reaches that point. If there are no 
facilities for interchanges at Milwaukee between the lines han- 
dling the shipments, the provisions of the note in question should 
govern in determining the applicable rate, so far aS we can see, 
for the purpose thereof is to restrict the rule for constructing 
combination rates to junctions via which the traffic can actually 
be handled. 

Shipper’s Load and Count Stipulation 


Indiana.—Question: In carload shipments of live stock, ship- 
per’s load and count, must the agent be informed as to the 
actual number of head in the car? Must all waybills have the 
number of stock, also the shipper’s load and count on them? 

We receive trap cars and ferry cars daily and sometimes 
there are large shipments in these cars which would not have 
to be handled. Could we make the bill shipper’s load and count? 

Answer: The effect of a shipper’s load and count notation 
on a bill of lading is to place upon the shipper the burden of 
proving that the amount stated in the bill of lading was actually 
loaded in the car and that a less amount was taken out of the 
car by the consignee. In the absence of this notation on the 
bill of lading the carrier has the burden of showing that the 
amount stated in the bill of lading was not actually received 
for transportation. It is, in fact, a qualified receipt on the part 
of the carrier, and, as to third parties, the carrier is not estopped 
from showing that the amount specified in the bill of lading 
was not in fact received from the shipper. 

Where a shipment is loaded by the shipper it is presumed 
that the carrier’s agent has no knowledge of the quantity in the 
car, and it is for this reason that a carrier places the shipper’s 
load and count notation on the bill of lading when the shipper 
loads the car. 

The waybill issued by the carrier’s agent should conform to 
the bill of lading issued for the shipment. ; 

While ‘trap and ferry car service is the equivalent of deliv: 
ery by dray at the carrier’s freight station, it is mutually bene 
ficial to carrier and shipper, and, as we view it, the carrier may 
mark bills of lading covering large shipments in such cars which 
do not require rehandling, as shipper’s load and count shipments. 


Demurrage—Average Agreement as Applied to Cars Held for 


Unloading, Which Have Been Previously Held for Surrender 
of Bill of Lading 
Ilinois.—Question: 


Referring to the article appearing 0 
pages 664 and 666 of the September 23 issue of The Trafic 
World, being in answer to ‘Missouri, under the heading, “De 
murrage—Average Agreement as Applied to Cars Held for Ut 
loading, Which Have Been Previously Held for Surrender of 
Bill of Lading.” 

The answer to this question appears to be based on an im 
proper premise and we desire to take the liberty of bringing ' 
your attention the following: 


1. The note at the head of Demurrage Rule 1, copy of tarift 
attached for your ready reference, provides that the disposition ® 
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point of detention determines the purpose for which a car is held 


and the rule applicable thereto, except where there is specific tariff 
provision to the contrary. 


. Demurrage Rule 2, Section A, which provides that 48 hours’ 
free time will be allowed for unloading all commodities, states that 


unloading includes the surrender of bill of lading on shipments billed 
to order. 


- Demurrage Rule 9, pertaining to average agreement, provides 
that the charge for detention on all cars subject to demurrage held for 
loading or unloading shall be computed on the basis of the average 


time of detention to all such cars released during each calendar 
month, 


In view of the above, since the cars in question were re- 
ceived at St. Joseph, subject to surrender of shipper’s order bill 
of lading, and were after such ladings had been surrendered 
unloaded on the carrier line, such carrier line could not, under 
the tariff, do otherwise than compute the full detention from 
date of arrival to date of release under the average agreement, 
which was done. 

Answer: The answer to which you refer in reality covers 
shipments delivered to connecting lines and not shipments for 
delivery to the road-haul carrier and is, therefore, not responsive 
to the question, which related to a shipment for switch delivery 
by the road-haul carrier. Your position is, therefore, well taken 
and our answer should be amended accordingly. 

Delay—Liability of Steamship Company 

Massachusetts.—Question: We have had occasion to enter a 
claim arising from a case of delay in transit on a shipment 
from New York to Boston by boat. It appears that the delay 
was occasioned by some mechanical defect in the ship’s machin- 
ery, which caused the boat to arrive at Boston a day late. The 
steamship company have returned our claim, claiming the rule 
under section 9 of the Uniform Straight Bill of Lading. Kindly 
give us your opinion on this claim. 

Answer: Owners of vessels, liké other carriers of goods, 
undertake to transport and deliver goods received for carriage, 
not only in safety but in due time;; and for damage caused by 
undue delay in carriage or delivery, both vessel and owner are 
liable. In the absence of any stipulation as to the period of 
sailing, the master must commence the voyage within a reason- 
able time, without delay, and as soon as the wind, weather and 
tide will permit. He must prosecute the voyage with diligence, 
and make delivery of the goods at the time agreed upon, or 
within a reasonable time if none be specified, and is bound to 
account for their value at the expiration of that time. 

‘When there is no special agreement fixing the time of de- 
livery, the vessel, if seaworthy, is not liable for unreasonable 
delay proximately caused by acts of God or dangers of naviga- 
tion, such as boisterous weather or adverse winds, low tides, 
and the like. The vessel is not answerable for delay caused by 
accidents or misfortune, though not inevitable, provided he has 
used due care and diligence to guard against it. The vessel and 
her owner are, however, liable for delays due to their own 
fault or negligence, such as the unseaworthiness of the ship. 

Before the passage of the Harter act, there was, in the 
absence of special contract, an absoloute warranty, on the part 
of the shipowner, which did not depend upon his knowledge or 
diligence, that the vessel was seaworthy at the beginning of 
the voyage. The Caledonia, 157 U. S. 120. The relief afforded 
by the Harter act to shipowners is purely statutory, and in order 
for a shipowner to avail of the exemptions from liability for 
errors of management or navigation the burden is on him to 
prove affirmatively, in all cases, that not only in those where 
there is conflicting testimony, that the vessel was seaworthy at 
the beginning of the voyage or that due diligence had been 
used to make her so. The discharge of the duty of the ship- 
owner in this respect is not left, in the absence of proof, to 
any presumption. The Wildcroft, 201 U. 8. 378; The Southwark 
191-0. ‘6. 4. 


N. I. T. L. DOCKET 


Following is the docket for annual meeting of the National 
Industrial Traffic League, to be held at the Hotel Commodore, 
New York, Wednesday and Thursday, November 15 and 16: 


WEDNESDAY, NOVEMBER 15, 1922. 

Business session. 

Business session. 

Banquet. 

THURSDAY, NOVEMBER 16, 1922. 

Business session. 

m. Business session. 

DOCKET OF SUBJECTS FOR BUSINESS SESSION. 

Committee on Revision of the Constitution. 

R. C. Ross, Chairman. 

Appointment of Nominating Committee. 
By W. H. Chandler, President. 

Executive Committee, Report of, 
sy | the Executive Secretary. 

Address by Hon. James C. Davis, Director General United States 
Railroad Administration, Washington, D. C., at 11:36 a. m., 
November 15. 

Bill of Lading Committee. 

By C. B. Heinemann, Chairman. 
6. Car Demurrage.and Storage Committee. 
By W. H. Day, Jr., Chairman. 
(a) Demurrage Rule 1, Section B, Paragraph 3—Application of 
Demurrage Charges at By-Product Coke Ovens. 
(b) cae ae Rule 1, Section B, Paragraph 4A—Defiinition of 
Private Cars as Applied to Exemption of Demurrage on 
Private Tank Cars Standing upon the Tracks of their Lessees 
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10. 


14. 
12. 
13. 


14. 


15. 


16. 
17. 
18. 


19. 
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21. 
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23. 


24. 
25. 
26. 
27. 


29. 
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when Evidence of Ownership or Lease is Stenciled, Boarded, 
Cardboarded, etc., on the car. 

(d) Demurrage Rule 2, Section B, Paragraph 1—Free Time Al- 
lowed—Addition of New Note 2 Covering Cars Loaded with 
Coal or Coke when Moved from Mines or Mine Sidings or 
Coke Ovens. 

Classification Committee. 
N. D. Chapin, Chairman. , . 

(a) Revision of Rule 7, Consolidated Freight Classification. 

(b) Trade Names Versus Classification Descriptions. 

(c) Dunnage Allowance. 

(ad) Delivery of ‘“‘Order’’ Shipments without Surrender of Bill of 


Lading. 
(e) Paragraph B, Section 1, Rule 41, Consolidated Freight Classi- 
fication—20% penalty. 
(f) Consolidated Classification Committee. 
Diversion and Reconsignment Committee. 
By H. D. Rhodehouse, Chairman, 
Export and Import Traffic Committee. 
By C. J. Austin, Chairman. 
Express Committee. 
By H. M. Freer, Chairman. 
(a) Bangor & Aroostook Express Rates. 
(b) Stoppage in Transit Bond. ; 
(c) Prepayment of Charges on Express Shipments to Canada. 
(ad) Through Express Rates from United States to Canada. 
(e) General Express Investigation—I. C. C. Docket 13930. 
(f) Subjects to be docketed for General Discussion: 

1. Uniform express receipts. 

2. Carload ee 

3. Express regulations requiring shipper to show on pack- 
ages the name of the express station at which delivery 
will be accepted on shipments consigned to points 
where the express company has no agency. 

4. Use of coupon stamps in payment of charges on small 
packages on practically the same basis as parcel post 
shipments, instead of the present method of waybilling 
packages. 

Feight Claims Committee. 
By Geo. A. Blair, Chairman. 
Highway Transportation Committee. 
By W. J. L. Banham, Chairman. 
Inland Waterways Committee. 
By C. S. Bather, Chairman. 
Legislative Committee. 
By R. C. Fulbright, Chairman. 
(a) The Newton Bill (H. R. 11822). 
(b) Labor Board. 
(c) Anti-Strike Law. 
(d) Legislation Enacted During the Current Year. 
(e) Amendment to the Carmack Amendment. 
(f) Destruction of Railroad Property. 
(g) Penalties Against Shippers for Making False Claims. 
(h) Commercial Bribery. . 
(i) Proposal to confer upon the Interstate Commerce Commis- 
—_ authority to regulate compensation of railroad em- 
ployes. 
(j) Penalty for Delay in Paying Freight Claims. 
k) Penalty Against Carriers for Misquotation of Rates. 
(1) Civil Service for all Commission Employes. . 
(m) Claims Against Telephone, Telegraph and Cable Companies, 
(n) Bills of Lading Act. 
(o) Hague Rules, 1921. 
(p) Ship Subisdy Bill. ‘ 
(q) Amendment of Section 16 as to Limitation of Actions. 
(r) Refund of War Taxes on Overcharges and Awards of 
Reparation. 
(s) Miscellaneous Bills. 
seers | Committee. 
By R. C. Ross, Chairman. 
Organization Committee. 
By P. M. Hanson, Chairman, 
Passenger Traffic Committee. 
y W. O. Wright, Chairman. 
Rate Construction and Tariffs Committee. 
By F. E. Williamson, Chairman. 
(a) Agency Tariff Covering Coal Rates. 
(b) Revision and Reissue of Tariff Circular 18A. 
(c) Increase Applied to the Minimum Class Scale of Rates Under 
Ex Parte No. 74. 
(d) Delay in Receiving Tariffs from the Carriers. 
Transportation Instrumentalities Committee. , 
By Geo. C. Conn, Chairman, 
Weighing Committee. ; 
By C. T. Bradford, Chairman. ’ 7 
(a) Joint Meetings with the Weighing Committee of the Ameri- 
can Railway Association. t eee 
(b) Adoption of the Weighing Code in Various Territories. 
(c) Reweighing and Restenciling of Cars. 
(d) Tolerance of Coal and Coke and on Lumber. 
(e) Overloading of coal. 
Treasurer, Report. 
By E. C. Wilmore. 
Finance and Auditing Committee. 
By C. L. Lingo, Chairman. 
REPORTS OF SPECIAL COMMITTEES. 


Special Committee to Confer with the Railroad Traffic Executives. 
By W. H. Chandler, General Chairman. 
(a) Diversion and Reconsignment. E 
(b) Dating Committee Dockets—Date of Publication. 
(c) Notification of Shippers How Orders of the Interstate Com- 
merce Commission Will Be Carried Out. 
(dad) Improper Endorsements on Bills of Lading. 
Coal Claim Rules. 
By John Callahan, Chairman. Ls 
Allowances to Industrial Roads and Charges for Spotting. 
By C. B. Heinemann, Chairman. 
Embargo Rules and Regulations. 
By C. W. Orchard, Chairman. 
Claims Prevention. 
By E. W. Morgan, Chairman. ‘ y a 
(a) cause the Printing of Commedities on Bills of Lad- 


ng. 
Merchant Marine. 
By Seth Mann, Chairman. 
(a) Government Aid for Merchant Marine. » 
(b) Repeal of Section 28 of the Merchant Marine Act, 1920. ih 
(c) Elimination from the Ship Subsidy Bill (H. R. 12021), Sectio 
602, inter-relation of rail and water carriers as visionary. | 
(d) Elimination from Ship Subsidy Bill (H. R. 12021), Section 
603, giving the board exclusive jurisdiction over ocean por 
tion of through bills of lading. 
New Business. 
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Personal Notes 





The annual meeting of the Chicago Shippers’ Conference 
Association will be held in the Hotel La Salle, November 7. 
This association 
was organized 
some years ago 
by the principal 
industrial con- 
cerns of the Chi- 
cago district in 
order that the 
railroad situation 
in Chicago could 
be better handled 
by closer co-op- 
eration and mu- 
tual understand- 
ing. The business 
of the organiza- 
tion is done 
through commit- 
tees which deal 
with similar com- 
mittees appointed 
by the railroads. 
The annual re 
ports of the com- 
mittees will be 
made to the asso- 
ciation November 
7. J. A. Brough, 
traffic manager, 
Crane & Co., is 
president of the 
conference. Rob- 
ert C. Ross, traffic manager of Joseph T. Ryerson & Co., whose 
picture is herewith presented, is the nominee for president on 
the regular ticket. Carl R. Gray, president of the Union Pacific 
System, and M. J. Gormley, chairman, car service division, 
American Railway Association, will be present and speak. 








Charles Barham, the newly elected chairman of the reor- 
ganized Southern Freight Association, is a native of North 
Carolina, having 
been born at 
Goldsboro, in that 
state, April 16, 
1867. He entered 
the service of the 
old Richmond & 
Danville Railway 
as stenographer 
at West Point, 
Va., in 1886, and 
subsequently  be- 
came connected 
with the Associ- 
ated Railways of 
Virginia and Car- 
olina, with which 
organization he 
remained, in vari- 
ous capacities, 
from 1890 until 
1894. At this 
time he accepted 
employment with 
the Southern Rail- 
way as soliciting 
freight agent at 
Richmond, Va., 
and was after 
wards promoted 
to soliciting 
freight agent in 
New York. In 
1897 he was made foreign freight agent, with headquarters at 
Norfolk, Va. He went to Nashville, August 1, 1898, to take the 
position of chief clerk to H. F. Smith, who was then traffic 
manager of the N. C. & St. L. Railway, but who had previously 
been general freight agent of the Southern Railway. He was 
appointed assistant general freight agent of the N. C. & St. L. 
Railway in 1900, and succeeded George R. Knox as general 
freight agent in 1900, which position he held until his recent 
election as chairman of the Southern Freight Association. He 
has been active in Masonic work, having served as grand master 
of the state of Tennessee in 1916, and is a thirty-third degree 
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Mason. He has also been active in civic affairs in his home 
city, Nashville, having served at various times as vice-president 
and director of the Chamber of Commerce and being now presi- 
dent of the Nashville Rotary Club. He entered his new work as 
chairman of the Southern Freight Association November 1, 
with headquarters at Atlanta, Ga. This body is a reorganization 
of the old Southern Freight Rate Association and will be com- 
posed of practically all railroads operating in the territory south 
of the Ohio and Potomac rivers and east of the Mississippi River, 
also including coastwise steamship lines forming through routes 
via Virginia, south Atlantic or Gulf ports. It will have juris. 
diction over all rate adjustments and general rules, regulations 
and practices applying throughout this territory, both on local 
and interline traffic. The organization will consist of an exec. 
utive committee, a general committee, and a standing rate con- 
mitee, and Mr. Barham is to act as chairman of each of these 
committees. All proposed changes in rate adjustments, rules, 
regulations, etc., will be considered first by the standing rate 
committee, and, where agreement is not reached by that com- 
mittee, will be referred to the general committee, and then, if 
necessary, to the executive committee for final decision. 





J. W. White has been appointed representative of the Mu- 
nicipal Docks and Terminals of Jacksonville, Fla., at New York. 
Mr. White, who was formerly foreign freight agent of the South- 
ern Railway, at New York, will devote his energies toward the 
solicitation of freight to move via the port of Jacksonville. His 
selection is in line with activity on the part of the Jacksonville 
interests to foster a constant and greater traffic movement via 
that port. 

David L. Ewing has been appointed general agent of Norton, 
Lilly & Co., steamship agents, Chicago, vice A. E. Dutton, pro 
moted. 

The Kansas City Southern announces the following appoint- 
ments: I. C. McGee, treasurer, vice H. Visscher, who died; 
J. M. Salter, assistant treasurer, vice I. C. McGee, promoted; 
offices at Kansas City. 

H. H. Hoar has been appointed treasurer of the Texarkana 
& Fort Smith Railway at Texarkana, Tex. 

Thomas A. Wood, formerly chief clerk, freight claim de- 
partment, New York Central, at Buffalo, has been appointed 
district freight claim agent, at Chicago, succeeding Charles J. 
Lindemann, who died. 

Thomas DeWitt Cuyler, chairman of the Railway Execu- 
tives’ Association, died early November 2 in the Broad Street 
Station, New York, while a guest in the private car of Samuel 
Rea, president of the Pennsylvania Railroad. The body was 
found by the porter of the car when he went to call Mr. Cuyler. 
Physicians who examined the body stated that death was caused 
by apoplexy. Mr. Cuyler had spoken in Rochester, N. Y., the 
day before on “A Constructive Public Policy Toward the Rail- 
roads.” His home was in Haverford, Pa. He is survived by 
a widow and four daughters. He was a director in the Penn- 
sylvania and other roads. His training was that of a lawyer. 
His successor as chairman of the Association of Railway Ex- 
ecutives will be named at the regular meeting on November 9. 
Until then Alfred P. Thom, secretary, counsel and vice-chair- 
man of the organization, will act as its head. 


DOINGS OF THE TRAFFIC CLUBS 


A special meeting of the Associated Traffic Clubs of Amer- 
ica has been called for December 5 and 6 at the Hotel Statler, 
St. Louis. The vote of the officers and directors, as betweel 
New York and St. Louis for the place of meeting, was thirteen 
to four. The date was changed to the fifth and sixth instead 
of the sixth and seventh, because better hotel accommodation 
could be obtained. The Traffic Club of St. Louis will hold its 
annual meeting and banquet the evening of December 5 and 
delegates to the national meeting are invited to attend as guests 
of the St. Louis club. The Fort Worth Traffic Club, Fort Worth, 
Tex., is the thirtieth club to join the national association. 





At the monthly meeting of the Traffic Club of New York, at 
the Waldorf-Astoria Hotel in New York, October 31, the nom: 
inating committee submitted a list of officers for 1923 as fol 
lows: President, Frank W. Smith, chairman of the Official 
Classification Committee; vice-presidents, Frank H. Plaisted, 
assistant director of traffic, Southern Pacific Railway, and Joba 
McAuliffe, Jr., traffic manager, Norton, Lilly & Co.; secretary, 
C. A. Swope, general eastern freight agent, Louisville & Nash- 
ville Railway; treasurer, Frank C. Earle; board of governors: 
Cc. B. Sexon, general agent, Northern Pacific Railway; T. 

Harkrader, traffic manager, American Tobacco Company; Na 
Duke, freight traffic manager, Delaware, Lackawanna & Westerl 
Railway; W. N. Agnew, traffic manager, Worthington Pump & 
Machinery Company. The principal address was delivered by 
Joseph T. Lange, manager of the educational division, A. 

Shaw Company, of Chicago, who spoke on “Salesmanship.” 

W. Purvis, general manager, Georgia & Florida Railway, Av 
gusta, Fla., told the members of conditions in the South. The 
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LOS ANGELES HARBOR 


The Greatest Seaport of the Pacific Southwest 
HERE ARE SOME FACTS 


The City of Los Angeles has expended on improvement of its waterfront $9,000,000.00, and has available 
approximately $6,000,000.00. The United States Government has expended approximately $6,000,000.00 on 


the breakwater, dredging and jetty work, with appropriations of nearly $1,000,000.00 available for further 
Federal projects. 


WHARVES AND PIERS 


Municipal wharves are of standard construction, 10,780 feet of wooden piles, creosoted, and deck, and 
3,120 feet of reinforced concrete piles and deck. Private wharves total approximately 24,000 feet. 


TRANSIT SHEDS AND WAREHOUSES 


The city owns and operates 5 transit sheds, having a uniform width of 100 feet, and a combined 
length of 4,430 feet. There are also 585 feet of umbrella sheds. All are accessible by rail and paved roads. 
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All waterfront improvements are served on the same terms by the Santa Fe, Southern Pacific, Union 
Pacific and Pacific Electric Railway Companies through the Municipal Terminal System, which has approxi- 
mately 25 miles of trackage. 
PILOTAGE 


The port may be entered from the open sea in any weather. Pilotage is not compulsory. The easiest 
port to enter on the Pacific Coast. 


Further information covering coal and oil facilities, 


stevedoring, handling, wharfage, storage, etc., 
will be promptly supplied upon application. 


The Board of Harbor Commissioners, Los Angeles, California 
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club officially opened its permanent quarters in the Waldorf- 
Astoria Hotel, on October 23 with a reception, which was at- 
tended by 600 members and their friends. This event marked 
the fulfillment of a long cherished desire of the organization 
for a permanent club home. The club location provides for 
restaurant service accommodating about 150 members at a time, 
a committee room and comfortable lounge room, with reading 
and writing facilities, with a club manager in charge, the rooms 
being open from ten o’clock in the morning until ten at night. 
After three o’clock in the afternoon the club rooms will be 
opened to women, accompanied by members of the club. It is 
planned to extend guest privileges for two-week periods to out- 
of-town traffic men visiting the city. 





The annual fall smoker of ‘the Association of Railroad and 
Steamship Agents of Boston was held at the Engineers’ Club, 
Boston, November 3. W. W. Lufkin, Collector of the Port of 
Boston, was the principal speaker. 





W. J. L. Banham, president of the Associated Traffic Clubs 
of America, will address the Traffic Club of Newark, N. J., on 
November 6, on “The Associated Traffic Clubs of America.” 





The Pacific Traffic Association will have as its guests at 
a meeting in San Francisco November 21, the members of the 
Pacific Coast Claim Conference, who are the freight claim agents 
of approximatAy fifty railroad and steamship companies on the 
Pacific coast. James Rolph, Jr., mayor of San Francisco, will 
make the address of welcome and act as chairman of the even- 
ing. W. C. Fitch, freight claim agent, Southern Pacific Com- 
pany; K. H. Gillette, president, Pacific Coast Claim Conference, 
and other visiting claim agent will speak on freight claim and 
claim prevention subjects. Congressman Julius Kahn was the 
guest of honor and a speaker at the meeting of the association 
October 31. The present car shortage was discussed by repre- 
sentatives of both the carriers and the shippers. R. L. Ruby, 
superintendent of transportation of the Southern Pacific; J. P. 
Quigley, superintendent of transportation of the Western Pacific; 
and an official of the Santa Fe spoke on the carriers’ side of 
the question. H. E. Van Horn, traffic manager, California Pack- 
ing Corporation; H. R. Higgins, traffic manager, Rosenberg 
Bros.; Walter Lane, traffic manager, Guggenheim Company; and 
E. A. Pyrro, traffic manager, Libby, McNeil & Libby Company, 
represented the shippers. L. B. McChord, representing the 
Interstate Commerce Commission, spoke on the action taken by 


the Commission to prevent discrimination in the distribution of 
equipment. 





The New Jersey Industrial Traffic League will hold its an- 
nual dinner at the St. Francis Hotel, Newark, N. J., November 9. 





At the luncheon of the Indianapolis Traffic Club, November 
2, there was a talk by Albert Stump, attorney, an active mem- 
ber in the club. His subject was “Business and Progress.” A 
musical program preceded Mr. Stump’s address. These weekly 
noonday meetings of the Indianapolis Traffic Club have become 
popular and the programs have been of such a nature as to bring 
out the members in large numbers. On November 9 Harry E. 
Jordan, superintendent of the filtration plant of the Indianapolis 
Water Company, will address the club. Mr. Jordan is chairman 
of the chemical and bacteriological section of the American 
Water Works Association. He is also a member of the Ameri- 
can Chemical Society as well as the American Society of Civil 
Engineers. A special musical program will also be given at 
this luncheon, the main feature of which will be a number of 
Selections by C. F. Downer, assistant traffic manager of the 
Van Camp Hardware & Iron Company. 





The Traffic Club of Memphis will have its fifth annual 
banquet and election of officers at the Gayoso Hotel, the evening 
of November 18. W. B. Ryan, assistant general freight agent 
of the Illinois Central, and H. W. Stigler, general agent of the 
Fort Smith & Western, will head the two tickets. The Blue 
ticket has put out, besides Mr. Ryan for president, E. L. Throg- 
morton, general agent of the Waterman Steamship Corporation, 
vice-president; R. G. Clarke, traffic manager of the Humphreys- 
Godwin Company, second vice-president; L. E. McKnight, traffic 
manager of the Memphis Terminal Corporation, secretary; L. 
W. Hughes, assistant to the president of the National City Bank, 
treasurer. Directors: C. S. Kenney, representing the Quaker 
Oats Company; J. G. Caden, agent, Southern Railway System; 
W. O. Parker, city freight agent of the Louisville & Nashville; 
Clyde Washburn, president of Hassler Southeast Company; W. 
E. Vick, secretary-treasurer of J. S. Hale Cotton Company; 
H. S. Lemmon, commercial agent of the Southern Railway; 
C. R. Smith, superintendent of passenger department of Patter- 
son Transfer Company; R. P. McWilliams, traffic manager of 
the Gayoso Lumber Company; S. A. Kohlbry, traffic manager 
of the Memphis Furniture Company; C. M. Green, traffic man- 
ager of Patterson-Tully Company; W. M. Wharton, commercial 
agent of the Atlantic Coast Lines, and J. Campbell Jones, dis- 
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trict manager of the Buckeye Cotton Oil Company. Red ticket: 
Henry W. Stigler, president; R. J. Carmichael, assistant general 
passenger agent of the Illinois Central, first vice-president; 
Lloyd Layne, second vice-president; Lee McKnight, secretary; 
Frank Bragg, treasurer. Directors: Norman Monogham of the 
Newburger Cotton Company; Jos. Houston, general agent, U. §. 
Shipping Board; A. H. Thoda of the James & Graham Wagon 
Company; J. R. Chisman, general agent of the N., C. & St. L; 
Vernon Davenport of the James BE. Stark Lumber Company; 
T. E. Sledge of the May Brothers Lumber Company; J. W. 
Robertson of E. L. Bruce & Co.; L. W. Magruder of L. W. 
Magruder & Co.; Jack Harris of the Fischer Lime & Cement 
Company; Sam Harlow of the Dudley Lumber Company; M. C. 
Adams of the Galloway Coal Company, and W. D. May, general 
agent, Cotton Belt Route. 





The Traffic League held its fourth annual banquet in the 
Board of Trade rooms at Toronto, Can., the evening of No- 
vember 1. The speaker of the evening was Col. W. G. Mac. 
Kendrick, D. S. O. He delivered an interesting lecture on the 
part Great Britain was destined to play in the divine scheme, 
in the light of Biblical prophecy. In a brief speech C. A. Hayes, 
vice-president of the Canadian National Railways, pointed to 
the restoration of the Canadian dollar to a favorable rate of 
exchange as a tribute to the initiative and thrift of the Canadian 
people. For a population of some 9,000,000, he thought the 
sum of $450,000,000, which had been handled by transportation 
companies in 1921, a remarkable figure, and an augury of re- 
turning commercial prosperity. Other speakers who addressed 
the gathering were: G. C. Martin, freight manager of the T., 
H. & B., Hamilton; W. H. Burr of the Dominion Express Com- 
pany; W. W. Williamson, Canadian National Express Company, 
Montreal, and Acton Burroughes. The retiring president of the 
Traffic League, A. H. Thorpe, who acted as chairman during 
the evening, announced the election of the following officers for 
the ensuing year: President, Walter Dickie; vice-president, 
W. R. Ingram; secretary-treasurer, H. W. Blahout. 


RAILWAY DEVELOPMENT ASSOCIATION 


The semi-annual meeting of the American Railway Develop- 
ment Association will be held November 9 and 10 in the Sher- 
man Hotel, Chicago. Representatives from the agricultural, 
industrial, publicity, real estate and immigration departments 
of seventy-eight railroads in the United States and Canada will 
be present. Among the speakers will be Ivy Lee, of the Asso- 
ciation of Railway Executives, and J. R. Howard, president of 
the American Farm Bureau Federation. The program carries 
a wide range of topics affecting development and public rela- 
tions work. Invitations have been extended to all officials of 
railroads entering Chicago, the officers of the Chicago Associa- 
tion of Commerce, the Illinois Manufacturers’ Association, the 
Illinois Chamber of Commerce, the Chicago Traffic Club and a 
number of similar organizations. 


INTERLOCKING DIRECTORATES, ETC. 


Jerome J. Hanauer has been authorized to hold the position 
of director with the Hudson & Manhattan Railroad Company 
and the Yazoo & Mississippi Valley Railroad Company. 

Arthur W. Trenholm has been authorized to hold the posi- 
tions of director and vice-president of the Sioux City Bridge 
Company and director of the St. Paul & Sioux City Railroad 
Company in addition to those positions previously authorized. 

Robert L. Russell was authorized to hold the position of 
director of the Philadelphia & Chester Valley Railroad and the 
Philadelphia, Harrisburg & Pittsburgh Railroad in addition to 
positions previously authorized. 

The Commission has authorized Allan C. Rearick to hold 
various positions with the Chesapeake & Ohio Railway, Missouri, 
Kansas & Texas Railway, and other carriers. 


IMPROVEMENTS ON THE FRISCO 


The St. Louis-San Francisco Railway Company has recently 
let contracts for new equipment as follows, at an expense of over 
$8,000,000: Thirty-five large Mikado freight engines; 15 moult 
tain type passenger engines; 1,000 fifty-ton all steel hopper bot 
tom coal cars. Bids have also been asked for 1,500 fifty-five-ton 
all steel gondola coal cars; 1,200 heavy steel underframe auto 
mobile box cars, and 300 heavy steel underframe stock cars. | 

All of the- locomotives represented in this purchase Will 
be of the latest improved type. Delivery of the locomotives will 
begin in November, and the freight equipment will follow. — 

In addition to this equipment above enumerated, the Frisc? 
Lines, recently purchased 14 steel passenger coaches and chal 
cars, to be delivered in the near future. 

The double track between Saint Louis and Pacific, and be 
tween Kansas City and Paola, will be completed at an early 
date. Two sections of double track, Globe to Monett, four miles, 
and Sleeper to Lebanon, eight miles, have recently been com 
pleted. 
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COMMISSION NOT LOBBYING 


The Trafic World Washington Bureau 


Reports that members of the Commission or the Commis- 
sion, as a body, had requested Senator Cummins to press legis- 
lation in the next session of Congress making the consolidation 
of railroads compulsory, are without foundation, Chairman Mc- 


.Chord declared when his attention was drawn to such a news- 


paper report. He made that declaration after he had asked 
each member of the Commission whether he had done anything 
to warrant such a report and had received a reply in the 
negative. 

It is believed by those who are familar with the hard work 
the commissioners expect to have to do to make up a plan 
for voluntary consolidation, that the time will never come when 
they will advocate legislation undertaking to make consolida- 
tion compulsory. The big question that lawyers see is as to 
how such a statute could be enforced unless and until the United 
States is prepared to buy or condemn such railroad companies 
as refuse to consolidate. An order compelling consolidation 
would be the taking of private property, and, if ho provision 
were made for paying for it, the taking would be without due 
process of law, and, therefore, in violation of the constitution. 

It has been the thought among commissioners that all they 
could do would be to suggest plans for consolidations that would 
be so attractive to financiers that the latter would undertake 
to bring about the consolidations and increase the earnings of 
the merged roads by means of more economical operations. 
But even that thought has had question marks placed around 
it by the fact that, under the recapture clause, a consolidated 
road might not, in the end, earn more than one that retained 
its independence and, therefore, the fundamental query to be 
answered would be what good would consolidation be to the 
men who spent time and money in bringing it about. 


ATTACK DEMURRAGE CHARGES 


The Trafic World Washington Bureau 


Attack on the demurrage charges imposed on pooled coal 
at New York, Philadelphia, and Baltimore has been made by 
the pool and the fifty odd coal operators whose coal went into 
the pool, in docket No. 14,342, Tidewater Coal Exchange Inc. et 
al. vs. Baltimore & Ohio et al. They allege that the charges im- 
posed during the time the exchange was in operation, May 1, 
1920, and October 31, 1921, were unjust and unreasonable. They 
asked for a re-statement of the account and, if it shall be shown 
that the carriers collected more money than they could have 
collected under reasonable rules; the return of the excess. 

No attack is contained, in the complaint, on the charges 
assessed at Hampton Roads. The exchange is now in the hands 
of receivers and its affairs are being wound up under proceedings 
based on allegations of insolvency. 

The complaint said that in performing the transshipment at 
their respective piers, the railroads delivered cars of coal in 
disregard of the order in which the cars arrived, with the result 
that the demurrage charges so assessed were in excess of the 
demurrage charges that would have accrued had the carriers 
dumped the cars in the order of their arrival. Therefore, the 
complainants asserted, the demurrage charges so assessed were 
accordingly unjust and unreasonable in violation of section 1, 
unlawful and illegal in violation of section 6. 

The complainants said the demurrage charges assessed by 
the defendants were on a basis that did not give credit for the 
application of the excess credits accumulated in any settlement 
period against the debits accruing in that settlement period 
on cars left standing on tracks at the end of the period. They 
asserted that the charges were unreasonable to the extent that 
they exceeded those that would have accrued if the excess 
credit days had been set against the debit days accumulated on 
cars left standing on the track at the end of each statement 
period. The complainants further asserted that the carriers 
had failed to provide a reasonable rule to compensate the Tide- 
water Coal Exchange and its members for the disadvantage 


' and damage worked on it and them by their failure to dump 


cars in the order of their arrival. They also alleged that the 
rules were unreasonable in that they failed to provide for the 
application of excess credit days accumulated in any settlement 


; period against debit days accrued in that period on cars left 
standing on the track at the end of the period. 


SETTLEMENTS WITH CARRIERS 


Settlements with railroads, payment of the amounts found 
due them, and the collection of sums of money due the govern- 
ment from the railroads, on account of transactions arising dur- 


‘ing the government’s control of railroads, announced by the 
' Railroad Adminiseration November 1, were as follows: 


Charles- 
ton & Western Carolina, $1,450,000; Georgia Southern & Florida, 


: $50,000. 


The Delaware & Hudson paid the government $1,500,000 
for improvements and betterments put upon its property dur- 
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ing the government’s control. The Beaumont Wharf & Termina] 
Co. paid the government $19,985.59. 

Compensatien amounting to $7,327.08 has been awarded to 
the Central West Virginia & Southern for the use of its property 
by the government the first six months of 1918. The Director. 
General, as in the cases of all other short lines relinquished 
from control the latter part of June, 1918, opposed the grant 
of any compensation to the plaintiff railroad on the ground 
there was no such taking and use of its property as, in lay, 
entitled it to compensation. 

The referees, Daniel W. Knowlton, George M. Curtis and 
William P. Bartel, denied the motion of the Director-General 
to dismiss the proceedings. They held the property was taken 
and used and that compensation should be based on the theory of 
an implied lease by the government from the plaintiff and 
agreement-to pay fair rental therefor. 

In the judgment of the referees there was insufficient 
evidence in the record on which to arrive at a fair valuation of 
the railroad properties. They, therefore, declined to attempt 
to consider the percentage return on the fair valuation in mak. 
ing their finding of just compensation for the use in the six 
months’ period. In their opinion, the earning power of the 
property was the best measure for finding the just compensation. 
They decided the average net railway operating income, for 
the three years preceding the advent of government control, 
would not be fair, because there was a steadily declining income, 
the peak having been reached along in 1912 and the years im. 
mediately following. They, therefore, rejected the average for 
the three year test period. The Commission certified to the 
President that that average income was $39,283. They took the 
income for the year ended June 30 as being more equitable. It 
was $25,816.90. 

From that they judged $26,000 would have been about what 
the railroad would have earned in 1918. In the first six months 
of that year it actually earned $5,672.92. They deducted that 
from $13,000, a half year’s probable earnings, and said the 
remainder would constitute just compensation. 


ALLEGES SERVICE WAS COMPELLED 


The Trafic World Washington Bureau 


Application for a reopening of No. 10509, the Waste Mer- 
chants Association of New York vs. Ann Arbor, has been made 
by the complainant on the ground that it has positive evidence, 
not available heretofore, that the service performed by the mem- 
bers of the association in the loading of cars on piers in New 
York was furnished under compulsion. and not voluntarily, or 
to suit their own convenience. 

In its application the association asserted there were pend- 
ing before the Commission several complaints in which the 
new evidence, of compulsion, would be presented, thereby caus- 
ing “inconsistent decisions” by the Commission. 

Another allegation is that the complainant has positive proof 
the carriers exacted for the transportation of the freight involved 
an amount in excess of the rates provided by the tariff, ‘all in 
violation of law.” The complainant also said the Supreme Court 
of the United States had recently refused, upon a mandamus 
proceeding, to pass upon the merits of the case, and, therefore, 
it said, the matters and things involved remain as stated in the 
original report of the Commission, “which complainant believes 
to be unfair and unsupported by evidence.” 


PHILADELPHIA & FRANKFORD BONDS 


The Commission has authorized the Philadelphia & Frank 
ford Railroad Company, the property of which is leased to the 
Philadelphia & Reading for 999 years, to extend the maturity 
date of $500,000 of its first mortgage bonds from August 1, 1922, 
to the same date in 1952, with interest at the rate of 4.5 per 
cent.. That would be an increase in the interest rate from 4 to 
4.5 per cent. When issued in 1892 the interest rate was 5 per 
cent. : 

They were guaranteed, as to principal and interest, by the 
Philadelphia & Reading Railroad Company, not now in existence 
because its property was taken over in the reorganization of 
1896 by the Philadelphia & Reading Railway Company. Tie lat: 
ter, however, did not assume the guaranty. The Reading Com- 
pany, however, indorsed them as to principal and interest. That 
company owns all the stock of the Philadelphia & Frankford. 
The applicant said the Reading Company assented to the extel 
sion and also that the extension would not affect the guaranty 
by the Reading Company. 

On account of the facts as to guaranty and indorsement and 
because the Reading Company had not asked for authority to 
assume obligation and liability, the Commission said its order 
in this case was not to be construed as an approval by it of 
such assumption of obligation and liability by the Reading Com 
pany. 


Regular subscribers for The Traffic World, when in 
Washington, D. C., may obtain copies of the magazine 
at our Washington office in the Colorado Building. 
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Territory in which St. 
Louis freight rates are 
approximately 60c_ to 
$1.47 under New York 
rail rates and 15c to 45c 
under Chicago rail rates. 
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Territory in which St. 

Louis freight rates are 

approximately 27c under 

hicago and 68c to 90c 


under New Yorkrail rates. 


Territory in which St. 
Louis railroad freight 
rates are approximately 
2lc to 36c under Chicago 
and 14c to $1.12 under 
New York rail rates. 


Territory in which St. 
Louis railroad freight 
rates are oo -gaauaa 
36c under Chicago. 


Long Hauls and “Overhead” 


Minimum freight hauls and low transportation costs are imperative in modern 
industry. Even though the processes of manufacture are perfected and costs scientif- 
ically allotted, the overhead expense will remain excessively large unless waste is elim- 
inated from distribution methods. Quick turnover is impossible unless adequate stocks 
are accessible to the selling market on a competitive basis. 


The long haul of raw materials and finished products must give way to the central 
point of fabrication and distribution in order to minimize “overhead.” 
tribution does not begin at the edge of things, but at the center. 
supplying their trade from the rim of the circle, far from the sources of basic materials 
and a long way from their markets, are doing business at a disadvantage. 


St. Louis’ central location, its nearness to con- 
suming markets and great raw material districts, 
and its facilities for economical distribution have 
a distinct economic appeal. 
with equal distribution facilities is so close to 
both basic materials and large consumption of 
finished products. St. Louis industries ship from 
the center—not the rim. 


St. Louis manufacturers reach two-thirds of 
the United States with a shorter freight haul and 
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Territory in which St. 
uis freight rates are 
approximately 4c to 23c 
under Chicago. 
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St. Louis, the Center 





better service via 26 railroads and the Mississippi 
River than those of any other large industrial 
center, besides shipping on one bill of lading to 
the ports of the world via U. S. barge service at 
20% under rail rates. 


























No other metropolis 





























Look at the above map, then figure your 
transportation costs. Come to St. Louis with 
your plant, and Ship From the Center—Not the 
Rim. 






































Send for one or both of our free illustrated booklets, 
“Industrial St. Louis,’’ or ‘‘St. Louis—The Home City.” 











STLOUIS CHAMBER of COMMERCE 


St.Louis USA. 
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Digest of New Complaints 


14330, Standard Forgings Co., Chicago, vs. Indiana Harbor Belt. 
Asks Commission to determine what was a just and reasonable 
charge for switching 1934 cars at Indiana Harbor during the 
switchmen’s strike of 1920. Complainant performed the service 
because of defendant’s inability to do so on account of the strike. 
Defendant had no tariffs providing allowances for such service if 
performed by complainant. 
14331,. The Southern Cotton Oil Co., Savannah, Ga., vs. Director 
General, as agent. 
Unreasonable rates on five cars of coal shipped in September and 
October, 1918, from Silverville, Ky., to Wilson, N. C. Asks repara- 


on. 
14332. Watertown (Wis.) Table Slide Co. vs. Director General, as 
agent. 

Unjust and unreasonable rates which were in violation of the 
fourth section on one carload of table slides shipped in June, 1919, 
from Watertown, Wis., to Memphis, Tenn. Asks reparation. 
14333. The Aluminum Co. of America, and its subsidiary company, 
The Tallassee Power Co., Alcoa, Tenn., vs. Director General, as 
agent, 

Excessive, unjust, unreasonable and discriminatory rates on sev- 
eral carloads of petroleum coke from West Port Arthur, Tex., to 
Alcoa, Tenn., and Badin, N. C., during federal control. Asks 
reparation. 

14334. City of Newport News, Va., vs. B. & O. et al. 

Unjust, unreasonable, preferential and prejudicial rates on 
anthracite coal from mines in Pennsylvania to Newport News, all- 
rail via Richmond, and rail-and-water via Cape Charles. Asks 
cease and desist order and establishment of through routes and 
joint rates from mines in the Shamokin, Mahanoy, Schuylkill, 
Lorberry and Lykens Valley districts of Pennsylvania to Newport 
News, via Cape Charles and via Richmond, that shall not exceed 
the lowest rates contemporaneously maintained via the same 
routes to Norfolk or Richmond. 

14335. Panhandle Refining Co., Dallas, Tex., vs. Director General, 
as agent, Ft. Worth & Denver City et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates charged on numerous shipments of gasoline shipped 
from Wichita Falls, Tex., to Avondale, Westwego and New 
Orleans, during the period, June 25, to October 23, 1918. Asks 
reparation down to subsequently established rate of 24%c. 
14336. Charles G. Bard, Kalamazoo, Mich., vs. Director General, 
as agent, Toledo, St. Louis & Western et al. 

Unjust, unlawful and unreasonable rates on nails, in carloads, 
from Kokomo, Ind., to Kalamazoo, Mich., during federal control. 
Asks reparation. 

R. H. Humphrey & Co., Inec., New Albany, Ind., vs. Di- 
rector General, as agent, C. & O. et al. 

Unjust and unreasonable rates on twelve carloads of lumber 
shipped between May and October, 1919, from Dinwood, Ky., to 
New Albany, Ind. Asks reparation. 

14338. St. Louis (Mo.) Chamber of Commerce vs. Ann Arbor et al. 

Unjust, unreasonable, unduly preferential and unjustly discrim- 
inatory rates on petroleum and its products from the St. Louis 
district to Official Classification territory. Asks the establishment 
of just, reasonable and non-discriminatory rates between the St. 
Louis district and points in Official Classification territory. 

14339. The City Ice and Fuel Co., successor to the City Ice Deliv- 
ery Co., Cleveland, O., vs. Director General, as agent. 

Excessive, unjust and unreasonable rates on six carloads of ice 
from Akron, O., to Cleveland, O., in September and October, 1919. 
Asks reparation. : 

14340. The Colorado Springs (Colo.) Light, Heat and Power Co. 
vs.. Director General, as agent. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates on five carloads of lignite coal from Pifse View, Colo., 
to Roswell, Colo., in June, 1918. Asks reparation, 

14341. E. S. Flint & Co., Galveston, Tex., vs. Director General, as 
agent. 

Unjust and unreasonable rates in violation of the fourth section 
on 150 bales of cotton shipped from Augusta, Ga., to Galveston, 
Tex., on Sept. 16, 1919. Asks reparation down to the basis of the 
aggregate of intermediate rates. 

14342. Tidewater Coal Exchange, Inc., by its receivers, vs. Bal- 
timore & Ohio et al. 

Alleges unjust and unreasonable demurrage charges at New 
York, Philadelphia and Baltimore, between May 1, 1920, and Octo- 
ber 31, 1921, by reason of the failure of carriers to dump coal cars 
in the order of their arrival, and by reason of their failure to allow 
credits for cars on tracks at time of settlement. Asks for reason- 
able demurrage charges and reparation. 


. 14343, Larkin Co., Inc., Chicago and Peoria, vs. Chicago & Erie 


et al. 


Unreasonable charges on shipments of portable and non-portable 
gas and electric lamps, complete, with globes or shades of the 
framed glass type, with glass panels detached and in the same 
outer container. The complainant contended first class rating 
was applicable, the railroads contending double first class was the 
proper interpretation of the classification. The Commission held 
the double first class rating was applicable, but said it was 
unreasonable to the extent it exceeded one and a half times first. 
No prayer for reparation was included in the formal complaint 
because double first class had not been paid. Carriers were willing 
to make reparation but the Commission would not permit it on 
the informal docket. Prayer is for return of the difference between 
double first class, which was paid when the formal decision was 


made, and one and one-half times first class, held to have been 
reasonable. 


LONG ELECTRIC LINE PROPOSED 


The Colorado, Columbus & Mexico has asked the Commis- 


sion for a certificate of public necessity and convenience author- 
izing it to construct an electric line in New Mexico, Texas and 
Arizona with a total mileage, as stated by it in the main part 


of its application, at about 550. 
posed do not make that total. 


The mileage of the lines pro- 
The main line, about 400 miles 


long, is to extend from Columbus, N. M., to Farmington, N. M., 
with branch lines into Texas and Arizona, one branch being in- 


tended to run “toward El Paso.” 


The company, first projected in 


1905, has an authorized capital of $5,000,000, with none out- 
standing. 


‘ 


With its application for that certificate it filed an applica- 
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tion for permission to issue $20,006,000-of mortgage bonds ‘ang 
sell them at not less than 85 per cent of par. The applications 
were signed by John Phillips of Wichita Falls. . The route js 
described in detail but the application does not give the usual 
information as to the communities to be served, the probable 
amount of traffic or the prospective earnings. In the matter of 
mileage the application is the most impressive that has bee, 
filed with the Commission since the filing with it of applications 
of that character has been required. 


MOTOR TRUCK AUXILIARIES 


The Trafic World Washington Bureay 


Railroads of the Uuited States might well consider the advisg. 
bility of establishing auxiliary trucking systems in the chief 
cities of the United States to supplement existing railroad 
facilities, in the opinion of W. H. Lyford, vice-president of the 
Chicago Eastern Illinois, who delivered an address before the 
Highway Education Board Conference in Washington. Lyford 
spoke on “Coéperation between Motor Truck and Railroad 
Transportation.” 

The establishment of such trucking systems, Mr. Lyford said, 
should not be mandatory. It was his opinion, however, that 
the railroads probably would find it not only a great conven- 
ience, but profitable. Some cities already have them. The truck 
should be used, he thought, to collect and deliver freight to and 
from the central terminal. 

“If that is done,” he said, “I believe the railroad companies 
will find they can dispense,.to a large extent, with the costly 
terminal buildings now in use. These terminal buildings are 
virtually great warehouses. There would have to be _ terminal 
buildings, of course, but they could be much less expensive and 
constructed on a much more economical scale where freight 
could be collected and delivered promptly instead of lying over 
in virtual storage.” 

Many roads, Mr. Lyford said, were operating unprofitable 
branch lines—mostly short stretches of roads whose existence 
was hardly justified by the volume of freight traffic they fur 
nished. He thought the railroads would find it profitable to 
discontinue the operation of these lines, so far as freight traffic 
is concerned, in many instances, and make deliveries and cdl- 
lections of freight by motor truck instead. The motor truck, in 
his opinion, is the freight car’s chief aid and ally. 








PETITIONS FOR REHEARING, ETC. 


The Commission has been asked by the respondents to grant 
a rehearing of Finance Docket 750, In the matter of settlement 
with the Port Arthur Canal & Dock Company, and Finance 
Docket 544, In the matter of settlement with the Joplin Union 
Depot Company. Both proceedings come under the provisions 
of section 209 of the act. 

Rehearing, reargument, or reconsideration of No. 12241, 
Standard Pencil Company vs. Director-General et al., has been 
asked by the Director-General. 

The Director-General has requested that the Commission 
reopen No. 11379, Penick & Ford, Ltd., Inc., vs. Director-General 
et al., for further hearing, consideration, or argument, and in 
support thereof, states that the Commission has erred in finding 
that a maximum reasonable rate to Dyersburg would be 2 
cents per 100 pounds, for the reason that this rate is too low 
in proportion to the rates prescribed by the Commission in 
Security Mills & Feed Co. vs. Director-General, 62 I. C. C. 405, 
and Western Grain Co. vs. Director-General, 68 I. C. C. 335, 
and also states that it was erroneous in prescribing as a max 
mum reasonable rate any rate less than the aggregate of inter 


mediates contemporaneously applicable on import blackstrap 
molasses. 


T. & P. EQUIPMENT TRUST 

The Commission has authorized the Texas & Pacific to 
assume obligation and liability in respect of $810,000 of 5 per 
cent certificates to be issued by the Commercial Trust Cot 
pany of Philadelphia, under an agreement dated October 2, 
1922, to be sold at not less than 97.5 per cent of par, in connec 
tion with the acquisition of equipment, the estimated cost of 
which is $1,091,100. The equipment to be bought consists of 
eight switch engines, eight Pacific type passenger engines, one 


150-ton wrecking crane and 150 50-ton tank cars, of 10,000 gal- 
lons capacity. 


APPLICATION FOR ABANDONMENT 


Application to abandon not only operation but its line as 
well has been made by the Carolina and Yadkin River Railroad 
Company, through L. H. Hole, Jr, its receiver. The road is 3 
miles long and extends through Guilford Davidson and Randolph 
counties in North Carolina. It extends from High Point to High 
Rock via Thomasville and Dayton. 

The road, according to the receiver, for several years me 
has not been able to pay either operating expenses or interes 
on its indebtedness. Abandonment, the receiver said, would be 


the only way to stop further losses for the bondholders and other 
creditors. 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Tratfic Woria. Cancei- 
tations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 

November 6—Washington, D. C.—Examiner Sweet: 

Valuation Docket No. 64—In re tentative valuation of the property 
of Goldsboro Union Station Company. 

November 6—Selma, Ala.—Examiner Keene: 

13857—Chamber of Commerce of Selma, Ala., vs. A. G. S. et al. 
Portions of fourth section applications as may exist in any of the 
rates involved in this complaint. 

iovember in D. C.—Examiner Marchand: 

Valuation Docket 18—In re tentative valuation of the property of 
Ga. Nor. Ry. Co. 

November 6—Washington, D. C.—Examiner Marchand: 

Valuation Docket 36—Flint River & Northeastern R. R. Co. 

November 6—Washington, D. C.—Examiner Kelley: 

Valuation Docket No. 94—In re tentative valuation of the property 
of Hoosac Tunnel and Wilmington Railroad Company. 

Valuation Docket No. 111—In re tentative valuation of the property 
of Grafton & Upton Railroad Company. 

November 6—Ft. Worth, Tex.—Examiner Money: 

14283—American National Live Stock Assn. et al. vs. Sou. Pac. et al. 

November 6—Washington, D. C.—Examiner McQuillan: 

13972—Alabama & Mississippi R. R. Co. et al. vs. A. T. & S. F. 
Ry. Co. et al. 

November 7—Washington, D. C.—Examiner Hunter: 

13718—M. Piowaty & Sons, Inc., vs. Director General, Utah-Idaho 
Central R. R, et al. 

November 8—Washington, D. C.—Examiner Davis: : 

* Finance Docket 2564—In the matter of the application of Illinois 
Central R. R. Co., Chicago, St. Louis & New Orleans R. R. Co. and 
Kentucky Midland R. R. Co. for a certificate of public convenience 
and necessity, etc. 

November 8—New York, N. Y.—Examiner Howell: : 

i. and S. 1673—Import rates on vegetable oils from Pacific coast to 
Cc. F. A. and Canada. 

November 8—Argument at Washington, D. C.: 

a Linseed Products Co. vs. Director General, Erie R. R. 

oO. et al. 

11510—Tanners’ Council of U. S. A. et al. vs. Erie et al. 

* 13199—West Coast Lumbermen’s Assn. et al. vs. Director General, 
Sou. Pac. et al. 

November 8—Washington, D. C.—Examiners Mullen and Borland: 

13528—Investigation of power brakes and appliances for operating 
power brake systems. 

November 8—Kansas City, Mo.—Chairman Kurtz of Public Service 
Commission of Missouri: 

Finance Docket No. 2485—In the matter of the application of the 
K. C. S. Ry. Co. for a certificate of public convenience and neces- 
sity permitting it to abandon a-portion of-its main track. ~ - 

November 8—Washington, D. C.—Examiner Sweet: 

Valuation Docket No. 66—In re tentative valuation of the property 
of Hardwick & Woodbury Railroad Company. 

November 8—Washington, D. C.—Examiner Marehand: 

Valuation Docket 100—In re tentative valuation of Pacific & Idaho 
Northern Ry., Edgar M. Heigho, receiver, 

November 8—Washington, D. C.—Examiner Hunter: 

13806—Meyer-Vasquez Produce Co. vs. Director General. 

November 8—Washington, D. C.—Examiner Kelley: 

Valuation Docket No. 114—In re tentative valuation of the property 
of Manistique & Lake Superior Railroad Company. 

November 9—Houston, Texas—Examiner Money: 

* I. and S. No. 1661—Petroleum from certain Texas points to C. F. A. 
and W. T. L. territories and to New Orleans, La, 

November 9—At Cincinnati, Ohio: : 

13494—-Southern class rate investigation. 

November 9—Argument at Washington, D. C.: 

i. and S. No. 1632—Reduced rates on limestone from Baltimore & 


Ohio and Western Maryland Ry. points to Pittsburgh & Lake Erie 
R. R. point 


8. 

l. and S. No. 1596—Intermediate switching charges at Peoria, Ill. 

13110—The Minneapolis & St. Louis R. R. Co. vs. Peoria & Pekin 
Union Ry. Co. 

November 9—Kansas City, Mo.—Chairman Kurtz of Publie Service 
Commission of Missouri: 

Finance Docket No, 2514—In the matter of the applieatien of the 
Missouri Pacific R. R. for a certificate of public convenience and 
necessity authorizing it to abandon a portion of its line of railroad. 

November 9—Montgomery, Ala.—Examiner Keene: 

13986—Central Cement and Supply Company et al. vs. Atlanta & 
West Point Railroad Company et al. Such portions of fourth 
section departures as may exist in the rates involved. 

November 9—Washington, D. C.—Examiner Hunter: 
13828—General Fire Extinguisher Company vs. Director General. 
November 10—Argument at Washington, D. C.: 

11640—Swift & Co. vs. Director General. 

1. and S. No. 1416—Storage-in-transit rules at Minnesota Transfer on 
import traffic from Pacific Coast points. 

il. and S. No. 1600—Elimination of Michigan R. R. Co. as participant 
in Fairbanks’ perishable protective tariff. 

November 10—Birmingham, Ala.—Examiner Keene: 

13956—Chickasaw Lumber Company vs. Director General, Central 
ef Georgia Railway Company, et al. 

14101—Birmingham Traffic Bureau vs. A. G. S. R. R. et al. Such 
fourth section departures as may exist in any of the rates 
involved in the proceeding. 

November 10—Washington, D. C.—Examiner Hunter: 


13853—Whaien Pulp & Paper Mills, Ltd., vs. Director General, Grand 
Trunk Pacific Railway Company. 


November 10—Washington, D. C.—Examiner Jewell: 
1 Theo. W. Krein, receiver, Muscatine, Burlington & Southern 
R. R. Co. vs. C. B. & Q. et al. 
1. and S. 1664—Box shooks from the Carolinas and Virginia to east- 
ern seaboard points. 
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November 10—Argument at Washington, D. 
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1. and S. 1638—Increased charges for icing and reicing of perishable 
freight at St. Louis, Mo., and East St. Louis, Ill. 

November 10—Pittsburgh, Pa.—Examiner Eshelman: 

Ss ae Coal Producers’ Association vs. P. C. C. & St. L, 

~ ee. CB 

November 11—Argument at Washington, D. C.: 

9200—Railway mail pay (in the matter of the petition of New 
England carriers for an increase in pay for carriage of mails), 

November 11—Phoenix, Ariz.—Examiner Cassidy: 

14010—The United Verde Extension Mining Co. vs. A. T. & S. F. et aj, 

14011—The United Verde Extension Mining Co. vs. A. T. & S. F. etal, 

November 13—Phoenix, Ariz.—Examiner Cassidy: 

14093—Burge-Doyle Live Stock Co. et al. vs. Arizona Eastern et al, 

14140—Solomon-Wickersham Co. vs. Santa Maria R. R. et al. 

November 13—Washington, D. C.—Examiner Sweet: 

Valuation Docket No. 88, in re tentative valuation of the prop- 

i d of Gulf, Texas & Western Railway Co. 

November 13—Washington, D. C.—Examiner Hunter: 

13832—Gulf Coal Company vs. Virginian Railway Co. et al. 

November 13—Kansas City, Mo.—Examiner Cummings: 

Fourth Section Appiications No. 1862 et al. 

November 14—Memphis, Tenn.—Examiner Keene: 

12969—Divisions received by the Brimstone Railroad and Canal Co, 

November 14—Phoenix, Ariz.—Examiner Cassidy: 

14091—Gila Water Co. et al. vs. Arizona Eastern et al. 

November 15—Memphis, Tenn.—Examiner Keene: 

‘Fourth Section Application 12278 of E. B. Boyd, for authority to es- 
tablish rates on paper and paper articles, C. L., described in 
Groups A, B and C of Item 592 of Boyd’s I. C. C. A1292, from 
points in Wisconsin, Minnesota and Michigan and other states and 
Canada, included in Groups 1 to 8, inclusive, of Item 590A of 
said tariff to New Orleans, La., etc. 

November 15—Washington, D. C.—Commissioner Aitchison: 

13896—In re rules governing ratings of coal mines, other than an- 
thracite, and the distribution of cars to such mines. 

12530—In re distribution among coal mines of privately owned cars 
and cars for railroad fuel. 

November 15—Kansas City, Mo.—Examiner H. G. Cummings: 

Fourth Section Applications 622, 672 and 12256 of F. A. Leland (grain, 
grain products, hay, straw, seeds, etc., from various points in U, §, 
to points in Texas). 

November 15—Argument at Washington, D. C.: 

‘14104—Interchangeable mileage ticket investigation. 

November 15—Washington, D. C.—Examiner Davis: 

Finance Docket No. 2419—In the matter of the application of the 
New Orleans, Texas & Mexico Railway for authority to acquire 
control of the Dayton-Goose Creek Railway. 

November 16—Argument at Washington, D. C.: 

I, and S. 1624—Salt from C. F. A. to Western Trunk Line destina- 
tions and between points in C. F. A. territory. 

November 16—Washington, D. C.—Examiner Sweet: 

* 13345—In the matter of division of joint rates, fares and charges on 


traffic interchanged between the Missouri & North Arkansas R. R. 
Co. and its connections. 


November 16—Washington, D. C.—Examiner Marchand: 


Valuation Docket No. 93—In re tentative valuation of the property 
of Gulf Terminal Company. 


November 17—Memphis, Tenn.—Examiner Keene: 


* 1. and S. 1666 (first supplemental order)—Class rates from the 
southeast to the Mississippi Valley. 


November 17—Argument at Washington, D. C.: 
12150—Cambria Steel Co. et al. vs. Director General, Pa. R. R. et al 

'12750—Memphis Freight Bureau for Abston, Wynne & Co. et al. vs. 
Mo. Pac. R. R. et al. ct 

‘12750 (Sub. No, 1)—Memphis Freight Bureau, for F. G. Barton & 
Co. et al., vs. Director General. 

' 12750 (Sub. No. 2)—Memphis Freight Bureau, for Humphreys-0’Sul- 
livan Co. et al., vs. Director General. 


neveaer 17—Washington, D. C.—Commissioner Hall and Examiner 


ealy: 
12964—Consolidation of railroads. 


November 17—Memphis, Tenn.—Examiner Keene: 


es —= S. 1666—Class rates from the southeast to the Mississippi 
alley, 


November 18—Argument at Washington, D. C.: 
'12420—Carnegie Steel Co. vs. Director General, Pa. R. R. et al. 


13290—The Secretary of War, operating Mississippi-Warrior Service. 
vs. Aberdeen & Rockfish R. R. et al: 


November 20—Seattle, Wash.—Examiner Flynn: 
* 14327—The Olympic Portland Cement Co., Ltd., vs. Director General. 
November 20—Argument at Washington, D. C.: 
13098—Arbuckle Bros. et al. vs. Ann Arbor et al. 
t. and S. 1443—Sugar from eastern points to C. F. A. territory. 
I. and 8. 1457—Sugar from southern points to St. Louis and related 
points. 
1. and S. 1501—Sugar from Colorado, Utah, etc., to Illinois, Iowa, 
Minnesota, Michigan and Wisconsin stations. 
November 20—Washington, D. C.—Examiner Marchand: f{ 
Valuation Docket No. 221—Tentative valuation of the property ° 
Boston and Maine Railroad System. 
November 20—Washington, D. C.—Examiners Barclay and Mullen: 
13930—Express rates, 1922. 
November 20—Washington, D. C.—Examiner Kelley: ty 
Valuation Docket No. 86—In re tentative valuation of the proper 
of the Trinity & Brazos Valley Railway Company. 
November 20—Washington, D. C.—Examiner Pattison: rty 
Valuation Docket No. 84—In re tentative valuation of the prope! 
of the Peoria Railway Terminal Company. 
November 21—Seattle, Wash.—Examiner Flynn: By. t to 
* 1, and S. 1673—Import rates on vegetable oils from Pacific coas 
Cc. F. A. and Canada (further hearing). 
November 21—Washington, D. C.—Division 4: : f the 
* Finance Docket No. 2613—In the matter of the application ° 
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-l| SHIPPERS WHO FEEL THEIR RATES 
” ARE PROHIBITIVE 


» etal Should first approach the carrier with a carefully considered and comprehen- 
aa sively prepared, concrete proposition, showing how or why— 


The present rate works to his disadvantage; 

His rate is unreasonable or unjustly discriminatory; 

The competition he has to meet; 

How, perhaps, readjustment would inure to the carrier’s advantage, as 


a PRES RE 


a 
3 — 
3 # 
= a 
im CO DO 


nal co | well as the shipper’s. : | 
lal Note 1. | 
ibed in 
in évom Where any or all of these features are involved, if the shipper sets forth the | 
0A of Ef facts in a convincing manner he is usually far more successful, saves more time 
on and money, than he who merely insists his rates are too high and demands read- | 
a pe | justment, and, failing in that, proceeds before the Commission, or through his 
: Congressmen, in an effort to secure relief. Dealing in generalities is a slow | 
(grain, fa | method of achieving results. Definite proposals, with substantiating evidence, 
ei compel consideration. 
| Proceedings before the Commission at best are slow and expensive, and many 
sot the are inclined to put up with unfair rates and shipping conditions, rather than | 
| tie themselves up in formal proceedings. Furthermore, this plan does not make 
jestina- [| for better co-operation between carriers and shippers, so necessary to commer- | 


cial welfare. What will you do? The carriers haven’t sufficient forces to work 
rae up everybody’s rate troubles in order that they may apply a remedy. You couldn’t | 
afford to pay rates sufficiently high to enable carriers to carry such large forces, | 


oroperty | but there is a solution. ; | 
| 
| 


‘om the Note 2. The Solution: 
R. eta The Traffic Service Corporation rate and traffic specialists will, on short no- 


arton & 


| 
tice, make a thorough analysis of your rate adjustments and recommend changes | 
| 
3-O’Sul- 


necessary if merited, setting forth all pertinent data and facts which will enable 
you to go to the carrier and show it what you are getting and what you are 


‘xaminer entitled to—quickly. If rate matters were thus handled, the Commission’s docket 
would be less congested, more people would be enjoying their inherent rights, 1 
ssissippi business would constantly improve. Try it. Let us diagnose your case. our 
analysis and exhibits are not convincing to the carriers, they can then be used | 
Service in a formal proceeding before the Commission. Chances are, however, the car- 


rier will meet you half way. 


General. 


[| TRAFFIC SERVICE CORPORATION 


operty of : Special Service Department 


will “At Your Service’’ | 


. coast to 


505 Colorado Bldg. Washington, D. C. 
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, Southern Pacific Co. to acquire control, by lease and stock owner- 
ship, of the line of railroad of the Central Pacific Ry. Co. 
November 21—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 123—In re the tentative valuation of the prop- 
erty of the St. Johnsbury & Lake Champlain Railroad Company. 
November 22—Argument at Washington, D. C.: 
'12426—Acme Fruit Co. et al. vs. Canadian Pacific, Director General 


et al. 

+ 42461—Peninsular Portland Cement Co. vs. Director General, Cincin- 
nati Northern R. R. Co. 

* 12423—Armour & Co. et al. vs. A. C. L., Director General et al. 

‘Il. and §S. No. 1494—Application of class rates on fresh meat and 
H: hare ag poultry from Chicago and other points to gulf ports for 
export. 


November 22—Washington, D. C.—Examiners Burnside and Faul: 
* 12004—Wichita Northwestern Ry. Co. vs. C. R. I. & P. et al. 
November 22—Washington, D. C.—Examiner Pattison: 
Valuation Docket No. 116—In re tentative valuation of the property 
of the Montpelier & Wells River Railroad. 
November 22—Washington, D. C.—Examiner Sweet: 
Valuation Docket No. 11—In re tentative valuation of the property 
of the St. John & Ophir Railroad Company. 
November 22—Norfolk, Va.—Examiner Bartel. 
13819—Hampton Roads Demurrage Committee vs. N. & W. et al. 
November 22—Jacksonville, Fla.—Examiner Cassidy: 
1. and S. 1668—Waste resinous wood from A. C. L. stations in Geor- 
gia to Jacksonville, Fla. 
November 23—Portland, Ore.—Examiner Flynn: 


* I, and S. 1672—Cement from Utah points to points in Idaho, Oregon 
and Washington. 


* Fourth Section Application 12283, filed by Oregon Short Line R. R., 
asking for authority to continue rates on cement from Bakers, 
Salt Lake City and Devils Slide, Utah, to Portland, Ore., etc. 

November 23—Columbus, 0.—Public Utilities Commission of Ohio: 

* “eres Docket 2589—Abandonment of the Dayton, Toledo & Chicago 

y. Co. 
November 23—Argument at Washington, D. C.: 


12545—The Hebard Cypress Co. vs. Aberdeen & Rockfish R. R., 
Director General et al. 


hea; 9 peenebnaaee Steel Co. et al. vs. Director General, Pa. R. R. 
et al. 
' 12560 No. 1)—Seneca Iron and Steel Co. et al. vs. Pa. R. R. 


et al. 
' 13287—Covert Gear Co., Inc., et al. vs. Pa. R. R. et al. 

1. and S. 1635—Routing of fresh fruits and vegetables from Texas 
points to defined territories. 

November 23—Washington, D. C.—Examiner Kelley: 

Valuation Docket No. 168—In re tentative valuations of the proper- 
ties of Chicago, Indianapolis & Louisville Railway Company, In- 
dianapolis & Louisville Railway Company and Indiana Stone Rail- 
road Company. 

November 23—Washington, D. €.—Examiner Pattison: 

Valuation Docket No. 138—In re tentative valuation of the property 

of the Monroe Railroad Company. 

November 24—Portland, Ore.—Examiner Flynn: 

* 11417—Northwest Steel Co. and Portland Traffic and Transportation 
Assn. vs. Director General, O.-W. R. R. & Nav. Co. et al. 

November 24—Argument at Washington, D. C.: 

*' 12504—Fort Worth Cotton Oil Mill et al. vs. Director General, Beau- 
mont, Sour Lake & Western Ry. et al. 

‘12664—A. A. Jackson & Co. et al. vs. A. C. L., Director General et al. 

'12665—Fort Worth Cotton Oil Mill et al. vs. A. T. & S. F., Director 
General et al. 

November 24—Washington, D. C.—Examiner Sweet: 

Valuation Docket No. 46—In re tentative valuation of the property 
of the Joplin Union Depot Company. 

November 24—Washington, D. C.—Examiner Pattison: 

Valuation Docket No. 165—In re tentative valuation of the property 

‘of the Baltimore and Sparow’s Point Railroad Company. 
November 25—Argument at Washington, D. C.: 

_ a Grain Dealers’ Assn, et al. vs. Abilene & Southern Ry. 

o. et al. j 

November 27—San Francisco, Calif.—Examiner Flynn: 
* 14164—California Packing Corporation vs. Director General. 
* 14298—Morgan & Miller vs. Director General. 
November 27—Argument at Washington, D. C.: 


* 12729—David ae Creamery Co..et al. vs. Director General, C. B. & 


Q. R. R. et al. 
' 12743—Swift & Co. vs. A. T. & S&S. F. Ry. et al. 
12910—The Fairmont Creamery Co. vs. C. B. & Q. R. R. et al. 
' 12783—Rio Grande Oil Co. vs. Arizona Eastern R. R. et al. 
November 27—Washington, D. C.—Examiner Pattison: 
Valuation Docket No. 169—In re tentative valuation of the property 
'of Paris and Mt. Pleasant Railroad Company. 
November 28—San Francisco, Calif.—Examiner Flynn: 
* 14328—Crown Williamette Paper Co. vs. Director General. 
November 28—Argument at Washington, D. C.: 
12680—American Fruit and Vegetable Shippers’ Assn. et al. vs. Amei- 
can Ry. Express Co. et al. 
12760—Clarendon Refining Co. et al. vs. Pa. R. R. et al. 
12774—Republic Iron and Steel Co. vs. B. & O. et al. 
* 12884—Brier Hill Steel Co. et al. vs. B. & O. R. R. et al. 


November 28—Washington, D. C.—Examiner Pattison: 


Valuation Docket No. 188—In re tentative valuation of the property 
of Durham & South Carolina Railroad Company. 
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November 29—Argument at Washington, D. C.: : 
12784—-Southeastern Express Co. vs. American Ry. Express Co. 
12786—Southern Fisheries Assn. vs. American Ry. Express Co. et al, 

December 1—San Francisco, Calif.—Examiner Flynn: 

* 13293—In the matter of rates, fares and charges of carriers by _rail- 
road subject to the interstate commerce act. (Application of South 
San Francisco Belt Ry. Co.) 

December 1—Argument at Washington, D. C.: 

Finance Docket No. 100—In the matter of the application of the 

Abilene & Southern Ry. Co. for reimbursement of deficits under 
Section 204 of the Transportation Act, 1920. 

December 1—Washington, D. C.—Examiner Marchand: 

Valuation Docket No. 124—In re tentative valuation of the property 
of Sugar Land Railway Company. 

December 1—Washington, Q. C.—Examiner Pattison: 

Valuation Docket No. 193—In re tentative valuation of the property 
of Artesian Belt Railroad. 

December 1—Washington, D. C.—Examiner Smith: 

' 14204—John M. Buckland, trading as National Slag Co. vs. Atlantic 
City R. R. Co. et al. 

December 2—Minneapolis, Minn.—Commissioner Campbell:. 
14175—Turner Grain:Co. vs. Director General, Great Northern Ry. Co, 
14218—Bull Tractor Co. vs. Director General, C. M. & St. P. Ry. 
14218 (Sub. No. 1)—St. Paul Scrap Iron and Metal Co. vs. Director 

General, C. M. & St. P. Ry. 

December 4—Los Angeles, Calif.—Examiner Flynn: 

* 13906—Globe Grain and Milling Co. vs. Director General. 

* 14305—Pioneer Paper Co., Inc., vs. Director General. 

December 4—At New York City, N. Y.: 
13494—-Southern class rate investigation. 

December 4—Washington, D. C.—Examiner Hunter: 
13948—Texas Gulf Sulphur Co. vs. A. G. S. et al. 

December 4—Washington, D. C.—Examiner Pattison: 

Valuation Docket No..151—In re tentative valuations of the proper- 
ties of Florida East Coast Railway Company and Atlantic & East 
Coast Terminal Company. 

December 4—Washington, D. C.—Examiner Sweet: 

Valuation Docket No. 12—In re Missouri Southern Railroad Company. 

December 4—Fargo, N. D.—Commissioner Campbell: 

* 13839—The Commercial Club of Fargo, North Dakota, vs. Ahnapee 
& Western Railway Co. et al. 

* 14068—Hopeman Material Company et al. vs. Nor. Pac. Ry. et al. 


December 4—Fargo, N. D.—Commissioner Campbell: 

1. and S. 1674—Gravel and sand from Barnesville, Downer and 
Downer Pit, Minn., to Fargo, N. D. 

December 5—Los Angeles, Calif.—Examiner Flynn: . 

* 14231—Klein-Simpson Fruit Co. vs. A. T. & S. F. Ry. 

December 6—Argument at Washington, D. C.: 

* Finance Docket 1881—In the matter of the application of the West- 
ern Pacific R. R. Co. for authority to acquire control of the Sac- 
ramento Northern R. R. 

December 6—Washington, D. C.—Examiner Marchand: 

Valuation Docket No. 19—In re tentative valuation of the property of 
the Death Valley Railroad Company. 


December 7—Argument at Washington, D. C.: : 
i. and S. No. 1511—Reduced rates from New York piers. 
1. and S. 1597—Reduced rates from New York piers. 
l. and S. No. 1559—Sash and doors from Pacific Coast to New York, 
1 ee 2 


December 7—Washington, D. C.—Examiner Kelley: : 

Valuation Docket No. 152—In re tentative valuation of the properties 
of the Chicago, Rock Island & Pacific Railway Company; Keokuk 
& Des Moines Ry.; Choctaw, Oklahoma & Guif R. R.; St. Paul & 
Kansas City Short Line R. R.; Rock Island & Dardanelle Ry.; 
Rock Island, Stuttgart & Southern Ry.; Rock Island Memphis 
Terminal Ry.; Peoria & Bureau Valley R. R.; White & Black 
River Ry.; the Chicago,.Rock Island & Gulf Ry.; Morris Terminal 
Ry., and Chicago, Rock Island & Pacific Railroad Company. 


December 7—Washington, D. C.—Examiner Marchand: 
Valuation Docket 143—In re téntative valuation of property of Kan- 

kakee & Seneca R.-R. Co. 

December 8—Ogden, Utah—Examiner Flynn: 

* 14181—The Amalgamated Sugar Co. vs. Director General, O. S. L. 

* 14182—The Amalgamated Sugar Co. vs. Director General, Union Pa- 
cific et al. 

* 14183—The Amalgamated Sugar Co. vs. Director General, O. S. L. 
etal. ‘ 


December 8—Jamestown, N. D.—Commissioner Campbell: , 
43917—Chamber of Commerce of Jamestown, N. D., et al. vs. Big 
Forks & International Falls Ry. Co. et al. 


December 8—Washington, D. C.—Examiner Pattison: 
Valuation Docket No. 195—In re tentative valuation of the property 
of Central Union Depot and Railway Company of Cincinnati. 


DETROIT & MACKINAC ABANDONMENT 


The Detroit & Mackinac has applied to the Commission for 
authority to abandon a branch of its line in Presque Isle county, 
Michigan, having a mileage, inclusive of sidetracks, of 7.1. The 
part to be abandoned is known as the Hurst branch. The tim- 
ber has been cut off in the territory served by the branch and 
there is no reason for its maintenance. 





DIRECTORY OF ATTORNEYS 





GEORGE N. BROWN 
ATTORNEY AT LAW 


Formerly Chief Examiner and Attorney 
Examiner Interstate Commerce Commission 
Practices before all Bureaus Special Attention 
and Departments of the to Transportation 
Government. Matters. 
Room 806 American National Bank Building 
Washington, D. C. Telephone Main 2702 


and demurrage bills audited. 
| routes furnished. Reference: 


General Freight Service Association 
Traffic and Transportation Specialists for Shippers 
Laclede Gas Light Bldg., St. Louis, Mo. 


Interstate Commerce cases, Engineering and Legal Services | merce Commission. For ten years Com: 


age Claims settled. Car tracing by e 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 








GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 
merce Counse 


furnished. Complete traffic department service. Freight | various shippers’ organizations, and member Natio 


vercharge, Loss and Dam- 
rts. Rates and 
St. Louis National Bank. 


Industrial Traffic League. 
Woedward Building Washington, D. Cc 
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Freight C handles automo- 

The. Trans-Continenial Erde pearens: mg. hondigs, onlome 
Cc points by ait in Sal Madbl-corioed 

Eo pol rates, or by the less Tronics all-water route. 

Prompt, efficient service is also 0a to intermediate points. 































And we agree with 
Marshall Field, who said 
it. Inallthe yearsin which 
the Trans-Continental 
Freight Company has 
faithfully sought to serve, 
its representatives have 
never quibbled over any 
reasonable request made 
by a customer. 


TRANS-CONTINENTAL 
FREIGHT COMPANY 


Export and domestic freight forwarders. 
Consolidators of less-than-carload lots. 
Household goods, automobiles, machin- 
ery and other commodities. 


General Offices: 203 So. Dearborn St., Chicago 
Eastern Offices: Woolworth Building, New York 


Boston, Old South Bidg. Deaver 1700 Fifteenth St. 
Buffalo, Ellicott Square geles, Van Nuys my 
Philadelphia, Drexel ry San ate Mapedpert ldg 
Cincinnati, Union Trust Bldg. Seattle, Alaska B 

Cleveland, Hippodrome Bldg. 


Portland, Ore., 13t 1 & Kearney. 
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EUROPEAN | SERVICE. 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and oth other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. 





ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: fee Chamber of Commerce Building 
IRVING H. HELLER, Manager C. McLAUGHLIN, Manager 

KANSAS CITY OFFICE: 1039 New York "Life Building 

A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 

25 Beaver Street 

CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 

112 West Adams Street 
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The SanAntonio and Aransas Pass Railway Co. 














2 
J. 8. Peter, ly We CY: OE nid 
Vice-Pres. & Gen. Mgr, 7 Y 
San Antonio, Tex. B ) 
J. C. Mangham, Y UY Sean EI Reno » Muskogee 
Gen. st., a . 8 OklahomaCity 
San Antenio, Tex. Amarill 39 V, : 
J. B. Brooks, Y Anadarkod boy. Kj 
A. G. F. A,, soni Y McAlester 
San Antonio, Tex. Little Reck, 
H. C. Franks, < 
Gen. Agt. Frt. Dept., “yyy, QWaurika ¥ 
San Antonio, Tex. 


LM; WGA: : 


W. A. Springall, 
Com. Agt., 
San Antonio, Tex. 







SOGalveston 


GULF 
OF 





SPEEDY, 
ACCURATE, 


AND 
ACCOMMODATING 
PERFORMANCE 





Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 




















O 
List of Direct Connecting Rail Lines: 
a FROM Waco Houston San Antonio | Corpus Christi| _ Alice __ Laredo via Ali Aransas Harbor Terminal! Rail 
W - . as “ 
MeO acess] seseeees 3314 hrs. 24 hrs. 26 hes os 2 Fredericksburg & Northern Ry. 
ig AVUSTOM..... 1814 ‘<< Gulf ¢€ oast Lines 
eee FER aes Gulf Colorado & Santa Fe Ry. 


Below is approximate service in days from following cities and River Crossings: International & Great Northern Ry. 






Fo Missouri, Kansas & Texas Ry. 
Southern Pacific Lines 
Mais _.__._ Tiago ee RM) San Antonio, Uvalde & Gulf R. R. 
Revhirss 4 days 34 days ; days : days San Antonio Southern Ry. 
‘tdacrt Sones + os $ «s 3 ot 3 « St. Louis Southwestern Ry. (Cotton Belt) 
3 days 3% * . SE. a SIM Sugar Land Ry. 



















Proportionate service to above is rendered to all intermediate points. hee Ane Ry. _ 


Texas 








996 THE TRAFFIC WORLD Vol. XXX, No. 2% 


~E@h Bek aE SNollaie Lt IN Eee 


=) OFF LINEAGENGCIES 
OR Cy BE A Fe a 

















@ memphis 
; ta 
neniso” Aten 


, wf @pirming™ 





Where they reach Where to reach them 


“What the Railroad Can Bear” 


Every shipper of every commodity from any point to any other point is entitled to a rea- 
sonable and not unlawfully discriminatory rate. Even reasonable rates lawfully make some 
discrimination according to the commodity and the value of the service, but— 








A large proportion of the rates the railroads are asked to make in order to move traffic 
must be sub-normal and less than reasonable, due to the necessities of the industry. When the 
railroad is asked for rates which, if made, must be in disregard of overhead expense, because 
that commodity for that movement cannot contribute what it normally and reasonably should 
contribute to the entire expense of carrying on transportation—then two questions arise: 


(a) What can the railroad reasonably bear? i. e., by how much can it reduce its normal, 
reasonable rate without burden upon or unlawful discrimination against other traffic? and 









(b) What can the traffic reasonably bear? i. e., what are the necessities of the industry 
requiring some reduction below the normal rate—and how much of a reduction will fairly meet 
those necessities ? 


This is the much criticized, because much misunderstood, doctrine of “What the Traffic 
will bear.” 


Take your traffic problems to the Southern Pacific. You will always receive a hearing, 
and when possible of solution, you will receive that also. 








